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Closing of Branch Lines 


;™= disappointingly small economies resulting from 
closing unremunerative branch lines were referred to 
briefly in last week’s issue. Whilst comparatively little 
was done to close such branches by the railway companies 
between the amalgamations of 1923 and nationalisation in 
1948, since then there has been a sharp increase in closures. 
in the first three years of nationalisation, 253 route-miles 
were authorised for closing to all traffic, and 314 to pas- 
senger traflic only (out of a total route-mileage of over 
19,000). Of 142 branches scheduled for examination by 
the end of this year, 16, and five others, have already 
been dealt with, with prospects of completion of the exami- 
nation of the remainder by September next. Investigation 
of each branch on its merits is carried out by a full- 
time committee in the Region concerned; this involves an 
attempt to assess the resultant loss of receipts—a most 
difficult task, having in mind the part played by branches 
as feeders. In addition, alternative means of transport 
must be provided, especially for passenger train traffic, and 
care taken that local goodwill is not lost. The results of 
all these steps, however, seem meagre. Total economies 
to be realised between January, 1948, and September of 
this year are estimated at less than £900,000, of which 
about a half will be effected in the first nine months of 
1951. Even although, as the Chairman of the Railway 
Executive, Mr. John Elliot, stated last week, the future 
annual saving is £1,000,000, this is small compared with 
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British Railways annual outgoings of £300-odd million. 
With staff shortages elsewhere on the railways, no appre- 
ciable redundancy in labour can result from _ closing 
branches. Despite the loud demands of critics of British 
Railways for closing of branches as an economy (largely 
offset by the protests of those who, though in many cases 
infrequent users of the railway, feel themselves incon- 
venienced by such a closing), it is not a panacea. Mr. 
Elliot, however, has mentioned another aspect: apart from 
being closed, supposedly unremunerative branches can be 
made to pay as much as possible, and this, as the amounts 
involved are comparatively small, may often be the best 
solution pending integration of nationalised transport. 


Machine Tools 


THE shortage of machine tools caused by rearmament has 

two main aspects in the nafional economy: the loss 
of foreign exchange resulting from reduced exports of 
tools, and the restriction of industrial output in this country. 
British exports of machine tools in 1950 to a variety of 
markets (including Canada and North Atlantic Treaty 
nations) realised some £17 million worth of foreign ex- 
change; against this, orders totalling £40 million have been 
placed with firms abroad, which greatly complicates the 
financial aspect. The Government has estimated this 
country’s needs for defence purposes of tools as roughly 
£115 million worth, or rather less. Measures to be taken 
to increase the supply for rearmament work include, besides 
efforts to increase the labour force in some machine-tool 
plants and encouragement of manufacturers to sub-contract 
production, the examination of the order books of some 
principal toolmakers with a view to diversion from non- 
essential purposes among which may be exports to Iron 
Curtain countries. As stated some weeks ago by this 
journal, the scarcity due to rearmament of machine tools 
must affect both the railways of this country and the railway 
industry. The former are a strategic necessity, and will 
presumably be given much of what they need; but the latter 
is of great importance in earning foreign currency and 
also as actual or potential suppliers of rearmament equip- 


_ ment, and therefore involved in the complex cycle of finan- 


cial transactions affecting national purchasing power. 


Institute of Transport 


T HE growth and influence of the membership of the 
Institute of Transport, which was established 31 years 
ago and this year celebrates the twenty-fifth anniversary 
of its incorporation by Royal Charter, has brought it into 
the front rank of professional institutions. Not the least 
valuable of its activities is to be found in the development 
of centres in many places overseas. At home its member- 
ship includes practically every prominent person in the 
British transport industry. This year’s President, Mr. 
J. S. Wills, on Friday last presided at the annual dinner 
of the Institute, which was held in London and which 
was attended by nearly 500 members and guests. The 
principal speakers were Lord Jowitt, the Lord Chancellor, 
and Lord Bruce of Melbourne, former Prime Minister of 
Australia. The guests included not only many prominent 
personalities in the field of British transport of all kinds 
but also the Netherlands Ambassador and the Swiss 
Minister and the Presidents of kindred British institu- 
tions. After the President had read a message of good 
wishes from the King, who is Patron of the Institute, he 
welcomed the guests. There were no formal toasts, but 
Lord Jowitt and Lord Bruce addressed the company. 


Value of Academic Study in Transport Commerce 


HE ability of the author of a paper to show how the 

products of academic study may be translated into 
the realms of everyday transport problems, may always 
be relied on to receive appreciation, and especially is this 
so at meetings of the Railway Students’ Association, where 
academic research and the practical realities of railway 
operation and management are met together. A _ note- 
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worthy attempt to show greater purpose in study of itself, 
and a greater link between its product and personal appli- 
cation, was made in a paper to the Association on Marca 
14 by Mr. David Blee, Member of the Railway Executive 
for Commercial Matters, further reference to which is 
made elsewhere in this issue. In dealing with the 
“Commercial Field for the Student of Transport,” Mr. 
Blee showed how transport, though not a direct producer, 
had been a determining factor in the location and develop- 
ment of many industries, in great sociological changes, and 
in the distribution of the population. The commercial 
field primarily implied the selling of transport, but as he 
pointed out, it meant much more, and in the course of 
a most interesting paper he stressed the necessity for a 
commercial man to master the whole range of studies it 
invoked, from a knowledge of the transport network and 
situation of industries, to a grasp of human understanding. 


Overseas Railway Traffics 


: D URING the week ended March 4 Antofagasta (Chili) 

& Bolivia traffics were affected by the continuance 
of a general strike of employees in Antofagasta, and 
receipts were only £120 higher than during 1950, when 
traffics for the equivalent week were £61,870. Following 
the end of the strike on March 4, however, there was a 
substantial improvement in traffics which amounted to 
£36,770, at £99,340, during the week ended March 11, and 
on the aggregate receipts are now £201,070 higher at 
£854,890. Gold Coast traffics during January increased 
by £176,104 to £309,279, and after taking into account 
earlier improvements, total receipts for the current 44 
weeks are up by £260,269 at £2,574,365. There has been 
a series of setbacks in Salvador traffics in recent months 
and the downward trend continued in January, when 
receipts at C314,000 were C17,000 below the 1949-50 total. 
On the aggregate though, traffics are still C22,000 higher 
at C1,083,000. Due to a strike, Victorian Raiiways ser- 
vices did not operate in October, 1950, after the 15th of 
the month and as a result traffics were £1,023,650, as 
compared with £1,792,078 in 1949. 


Loan for the Rhodesian Railways 


P ROCEEDS of the recent £7,730,000 Northern Rhodesia 

Government loan are being re-lent to the Rhodesia 
Railways for financing a plan of capital development which 
includes the purchase of new locomotives and rolling 
stock, the provision of housing, workshops, buildings and 
plant, and expenditure on permanent way, bridges, and 
deviation lines. The stock offered was Northern Rhodesia 
Government 34 per cent. inscribed stock 1970-72. It was 
subsequently announced that 94 per cent. of the £5,500,000 
of the loan available for public subscription in London on 
March 15 had been left in the hands of the underwriters. 
The revenues of the Rhodesia Railways are liable to the 
Northern Rhodesia Government for the interest and sink- 
ing fund payments on the loan. Of the £30,000,000 _pro- 
vided by the Southern Rhodesia Government in 1947 for 
acquiring the shares of Rhodesia Railways Limited and 
repaying the debenture stock, there was a balance, at Octo- 
ber 1 that year, of £6,357,734 for development. Between 
then and March 31, 1950, capital expenditure of the 
Rhodesia Railways exceeded the last-mentioned amount, 
but the excess was met out of funds representing the depre- 
ciation and renewals account. Estimated expenditure to 
complete the development programme by 1953-54 is 
approximately £19,000,000. 


British Transport Commission Statistics 


NALYSIS of the 7 per cent. drop, against last year, in 
British Railways passenger receipts for Period 1 of 

1951 will not be possible for another month, but that of 
the December passenger-journeys shows that the number 
of full-fare journeys (only 8 per cent. of all journeys) rose 
43-6 per cent. over the previous year, and excursions and 
other cheap ordinary fares (24 per cent. of all journeys) rose 
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28°8 per cent.; as monthly return journeys fell 31:6 per 
cent. and season and workmen’s tickets (together forming 
47 per cent. of all journeys) fell some 6 per cent., this was 
probably due to the Christmas holiday. For Period 1, the 
fall of nearly 4 per cent. (against 1950) in merchandise 
tonnage, with the 9 per cent. rise in receipts, is accounted 
for by the 167 per cent. rate increase of last May. Both 
freight train-miles per train engine-hour and ton-miles per 
total engine-hour were slightly below last year’s figures, 
and locomotive coal consumption rose. Of a total 
operating stock of 19,663 locomotives, 688 (including three 
electric, for future use on the Manchester-Sheffield line) 
were stored at the end of the period. The total number of 
locomotives (available operating stock) was slightly smaller, 
and of passenger and freight vehicles slightly larger than 
for the corresponding period of 1950. 


American Operating Problems 


THE operating problems of the United States railways 
are brought out in an article in this week’s issue 
based on the impressions gained by Mr. S. G. Hearn, 
Assistant Operating Superintendent, Western Region, who 
has recently returned from an official tour of the eastern 
part of that country. American freight trains may include 
as many as 125 loaded bogie wagons, each holding up to 
30 tons. Marshalling yards are necessarily large, requiring 
special telecommunication systems and the services of 
several yardmasters. The numerous railway companies, 
long hauls, and the time required to make up the long 
trains, affect the distribution of wagons, for which a turn- 
round of 15-17 days is usual. There is no common user 
system for wagons as known here. Centralised traffic 
control operates over many sections where traffic is dense, 
and reversible working is resorted to where there are heavy 
one-way flows. Train despatching is similar to traffic 
control in Britain and the Continent. Refrigerator wagons 
are in widespread use, necessitated by the climate and the 
distances over which perishable goods have to be 
conveyed. 


Electrification in the Netherlands 


T HE first line to be electrified in Holland was that of the 

South Holland Railway, a local line between Rotter- 
dam and Scheveningen, inaugurated in 1908, on the a.c. 
system. When, however, after the first world war it was 
decided to go ahead with main line: electrification the 
1,500 d.c. overhead system was chosen, and from 1927, 
when the Amsterdam-Rotterdam section was converted, 
until 1939 there was a steady increase in the total mileage 
electrically worked. A fleet of streamline multiple-unit 
sets maintained fast, regular-interval services over busy 
sections, totalling 15 per cent. of the total mileage of the 
country, with many flat junctions and large towns. This 
fine network was wrecked by the Germans, but since the 
war the Dutch, with great courage and skill, have not only 
restored all the lines destroyed but have electrified more 
routes hitherto worked by steam or diesel trains. A large 
programme now being energetically carried out will com- 
plete the electrification of 850 route-miles, which will 
include all main and important secondary lines. In an 
article elsewhere in this issue describing the project, the 
Chief Engineer of the Netherlands Railways gives par- 
ticulars of the equipment now in use, and on order for the 
new services. 


Modern Permanent Way Practice 


T HE important contribution of the civil engineers and 

their staffs to the high standard of safety and com- 
fort associated with railway travel is apt to be overlooked 
by many, who can have little appreciation of the compli- 
cated and detailed task of maintaining efficient permanent 
way. Some of the problems were reviewed by Mr. L. G. B. 
Rock, Permanent Way Assistant, Southern Region, British 
Railways, in a paper on “ Modern Permanent Way Prac- 
tice’ at a meeting of the Southern Region Lecture & 
Debating Society on (March 15. The paper, which was illus- 
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trated with excellent lantern slides and cinema films, dealt 
with the subject in its broadest sense, and included refer- 
ences to railway construction, drainage, and manufacture of 
materials, in addition to renewal and maintenance of track. 
Particular attention was paid to developments in design, 
and the adoption of flat-bottom track as standard on 
British Railways. Mr. Rock also described the introduc- 
tion of mechanical equipment in recent years, which had 
gone a long way towards overcoming the present serious 
shortage of labour on the railways. Its use had facilitated 
to a marked degree track renewal, both on plain line and 
at complicated junctions, a matter of the greatest import- 
ance on lines carrying a heavy traffic, where the time of 
engineers’ possessions had to be reduced to a minimum. 


Third Class Rolling Stock for Rhodesia 


LSEWHERE in this issue appears an article describing 
the third class carriages under construction by the 
Metropolitan-Cammell Carriage & Wagon Co. Ltd. for 
the Rhodesia Railways. This new rolling stock is required 
for main-line passenger services and to cope with increasing 
traffic. Revenue receipts from passenger traffic for the 
year ended March 31, 1950, were the highest recorded by 
the railway so far, as was recorded in an editorial article 
in our February 16, 1951, issue. The carriages are built for 
3 ft. 6 in. gauge and are of all-steel construction and 
integral design. They are heat insulated, sprayed asbestos 
being applied to the inside surfaces of the bodyside, outer 
panels and roof sheets. The roof is of clerestory design 
and the floors are of dovetailed galvanised steel sheeting, 
to which is cemented a covering of slab cork covered with 
linoleum. Side entrance doors open into an enclosed 
vestibule, and telescopic gangways allow a passage between 
the carriages. There is a straight through corridor of 
ample width between the entrance vestibules, and access is 
by fixed footsteps. 


Railway ‘‘ Pessimism ” 


P ESSIMISM has never been a characteristic of Mr. John 

Elliot. He entered the service of the Southern Railway 
at a time when the affairs of that system were at a very low 
ebb and he has become Chairman of the Railway Executive 
in rather similar circumstances. Everyone will hope that 
he will repeat his experience on the Southern, which be- 
came one of thé most efficient and prosperous of the old 
companies. His present job calls for both courage and 
optimism, among other qualities, and Mr. Elliot displayed 
them both at a meeting with press representatives on March 
14 after a preview of the new British Railways standard 
coaching stock. A summary of his remarks is given else- 
where in this issue. 

Briefly, Mr. Elliot deplored pessimism about British Rail- 
ways, and he gave some up-to-date figures which illustrate 
the magnitude of the work which the railways are perform- 
ing. At a time when so much criticism of the railways is 
rife, it is good that they should have a champion who is 
prepared to be quite forthright in his denunciation of the 
pessimism and criticism which is expressed. The fact that 
last year the railways moved 281:3 million tons of freight, 
which was more than in 1938, gives some indication of the 
predominant part which they play in the transport system 
of the nation. 

It is as well also that the effort being put forward by so 
many railwaymen of all ranks throughout the country should 
receive public acknowledgment from the Chairman of the 
Railway Executive. But he was on less good ground when 
he dealt with the deficit which has resulted from railway 
operations. This is a matter which should occasion the 
greatest concern and is a fundamental weakness of the 
present nationalised transport undertaking as a whole. It is 
perfectly true that British Railways have a surplus of gross 
revenue before meeting capital charges, but the fact that 
the capital involved is not fully remunerated by railway 
earnings cannot be ignored. As The Daily Telegraph was 
quick to point out, they are just as much a legitimate ex- 
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pense of the railways as the bill for wages and coal. With- 
out capital there could have been no British Railways 
system, and the only difference between capital charges and 
those for labour, coal, material, and so forth is that the 
first has remained unaltered, whereas the others have sub- 
stantially increased. In other words, the holders of the 
capital have been alone in receiving no offset to higher prices 
and the general inflationary trend in the country. 

The position was by no means the same under private 
enterprise. In 1937 and 1938, for example, although the 
net revenues of the four main-line railway companies were 
only some £38 millions and £29 millions respectively, all 
of them earned the interest and paid in full on their prior 
charges and some, indeed, were able to remunerate ordi- 
nary capital. There was then in every case a substantial 
volume of equity stock which was recognised as a buffer 
against bad times. Provision for reserves was not unknown 
in those days; and there was no prospect of the railways 
ever becoming a charge on the taxpayer. Now the sug- 
gestion of a subsidy—open or disguised—is heard all too 
frequently, although, fortunately, so far it has had no 
authoritative support. 

Mr. Elliot said that talk about the railways losing money 
through nationalisation ‘was “ rot.” It is true, of course, 
that nationalisation in itself is not a direct cause of the 
railway deficit. That is to be found in the failure to raise 
charges after the war to bring them in line with the higher 
level of prices. It will be recalled that, under the railway 
agreement, there was provision, if the railways had been 
handed back to their private owners, for time to elapse 
during which this was to have been done. Even now, 
railway charges still show a relatively smaller rise than that 
of the prices they have to pay for labour and materials. 

it appears inevitable that within the near future charges 
will have to be increased by something of the order of 10 
per cent. The purpose of this advance will be to provide 
the British Transport Commission with more revenue to 
meet its total costs—and those costs include the remunera- 
tion of capital no less than inflated bills for labour and 


materials. 


Mr. V. A. M. Robertson 


FEW British railway civil engineers of recent years have 

had greater variety in their careers, or greater reason 
to feel a sense of achievement, than Mr. Vernon Alec 
Murray Robertson—“ V.A.M. ”—who retires from railway 
service at the end of this month (March), and, incidentally, 
is the last holder of the title of Chief Civil Engineer on 
British Railways. Under the Regional organisation, new 
appointments lose the designation “chief” (although it 
would be difficult to conceive of a man of V.A.M’s. person- 
ality being anything other than “chief” to his staff), and 
the remaining appointment from company days (Mr. A. S. 
Quartermaine of the Western Region) bears the title of 
Chief Engineer. Mr. Robertson was born in India in Decem- 
ber, 1890, but was educated in England. His study of civil, 
mechanical, and electrical engineering equipped him as an 
all-round engineer, and his love of sport was exemplified 
by triumphs in both forms of football and also cricket. 
The highlight of his sporting career was to bowl W. G. 
Grace in a match between the students of the Crystal Palace 
School of Practical Engineering and a side captained by 
Grace. 

From the outset of his professional career Mr. Robertson 
seemed destined to be associated with railway traffic of high 
capacity and high frequency. Even during the three years 
from 1909 when he was articled to D. Graveil, a railway 
consulting engineer to the old London & North Western 
Railway, practising in Queen Anne’s Gate, he was engaged 
on parliamentary surveys in connection with the electrifica- 
tion of the line between Euston and Watford. He joined - 
the New Works staff of the old South Eastern & Chatham 
Railway in 1912, but was in the army during the whole of 
the first world war, from which he emerged with the rank 
of Major and having won the M.C. and Bar for noteworthy 
bridgework done under fire. 
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On joining the Great Eastern Railway after the war he 
became involved once more in providing for heavy sub- 
urban traffic, and was responsible for substantial engineer- 
ing work in the London area in connection with the 
intensive steam services operated from Liverpool Street as 
the alternative to electrification. When he became Civil 
Engineer to the Underground Railways in March, 1928, the 
works associated with some of the most intensive passenger 
train services in the world formed his daily problem, with 
. far shorter periods of line occupation than are normally 
encountered. Under Mr. A. R. Cooper, he was responsible 
for the District Line widening between Hammersmith and 
Northfields and the Metropolitan Line reconstruction 
between Finchley Road and Harrow. When Mr. Cooper 
retired at the beginning of 1938, and Mr. Robertson became 
Chief Engineer, he assumed complete responsibility for the 
whole of the constructional work of London Transport 
involved in the £45,000,000 Scheme of New Works, which 
was the largest thing of its kind, and London suburban 
travellers are more indebted than they realise to his very 
- successful work. 

Superimposed on this were the preparations for the 
second world war, which involved provision for the 
expected extensive air-raid damage that was afterwards 
received in full measure, and also the arrangement of 
emergency headquarters in disused tube stations. The one 
in the former Down Street Station, which provided the 
headquarters of the Railway Executive Committee through- 
out the war, was described in The Railway Gazette for 
November 17 and 24, 1944. There were also the emergency 
headquarters for London Transport itself, and the 
emergency operating offices, on which a vast amount of 
engineering ingenuity and skill were expended. 

Mr. Robertson was the only holder of the title of 
Engineer-in-Chief, London Transport, under the short-lived 
organisation introduced in May, 1940, when Mr. Frank 
Pick retired. No new chief executive officer was appointed, 
but a departmental system was adopted, under which the 
Engineer-in-Chief controlled all civil, mechanical, and 
electrical activities, both railway and road transport. This 
lasted only until December, 1943, when a General Manager 
was appointed, and the office of Engineer-in-Chief was 
abolished. This three and a half years, however, covered 
virtually the whole period of the air-raiding of London, in 
which Mr. Robertson tackled and overcame successfu ly a 
series of problems unprecedented in their variety. The 
bombing of the Bank Station, and the unusual damage to 
the northern part of the Inner Circle are merely two 
examples which spring to mind. On transferring io the 
Southern Railway as Chief Civil Engineer at the end of 
1943, Mr. Robertson was just in time to take responsibility 
for restoring the flying bomb damage which so sorely 
harrassed the Southern Railway; the damage to Hungerford 
Bridge is again but one of many outstanding cases which 
he had to tackle. During the period of nearly 30 years 
that Mr. Robertson has held Board appointments, he has 
been responsible for the control of expenditure of approxi- 
mately £110 million in civil engineering railway works of 
construction and maintenance. 

Genuine interest in the staff under his control has charac- 
terised Mr. Robertson’s work, and in no way has this been 
exemplified more than in his long standing interest in the 
Permanent Way Institution. His four years as President, 
including the Diamond Jubilee Year of 1944, covered a 
period when he might have been excused from very active 
participation, but this was not his way, and he personally 
presided at a great many meetings in all parts of the 
country. It is fitting that his profession as a civil engineer 
should have given him the greatest honour which it has 
to bestow in electing him as President of the Institution of 
Civil Engineers for 1949-50. Moreover, his term of office 
was unique, as he was the first railway Chief Engineer to 
occupy the presidential chair while in office. His pre- 
decessor twenty years earlier was Mr. W. W. Grierson of 
the G.W.R., but he was then retired. An earlier predeces- 
sor was Robert Stephenson, who was in practice as a 
consulting engineer at the time, however, and not on the 
staff of a railway. 
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Railway Electrification Report 


NTIL 1920 the British railway companies pro- 
ceeded independently with their electrification schemes 
and this policy resulted in the introduction of different 
systems at different voltages. But in March, 1920, the 
Minister of Transport appointed the Electrification of Rail- 
ways Advisory Committee, which recommended the 
making of regulations to ensure that the future electrifica- 
tion of railways in this country was carried out to the 
best advantage in regard to interchange of locomotives 
and rolling stock, uniformity of equipment, and so on, 
and that the regulations should be directed specially te 
ensure standardisation of methods and appliances likely to 
prove the most satisfactory under British conditions. 
Regarding future electrification the committee, of which 
Sir Alexander Kennedy was Chairman, recommended a 
standard voltage of 1,500 d.c. at the substation bus-bars, 
and the adoption of 750 volts in some cases. Higher 
voltages were to be permitted subject to a limit of a mul- 
tiple of the standard voltage. 

Seven years later, another committee, the Railway Elec- 
trification Committee, 1927, with Sir John Pringle as 
Chairman, was appointed by the Minister of Transport to 
review the recommendations made by the Kennedy Com- 
mittee, and to report what modifications, if any, should 
be made in those, having regard to the developments since 
that date. Generally the Pringle Committee endorsed the 
recommendations of the Kennedy Committee, and as a 
result the Minister of Transport introduced the Railway 
(Standardisation of Electrification) Order, 1932. Accord- 
ingly, except for the Wirral line and the extensions on the 
Southern Railway which the Order permitted with the 
existing 660-volt conductor rail system, new electrification 
work in this country has been planned and carried out on 
the 1,500-volt overhead system. 

After nationalisation in 1948 the British Transport Com- 
mission invited the Railway Executive and the London 
Transport Executive to appoint a committee to review the 
Pringle report. This was done, and the report of a com- 
mittee of which the Chairman was Mr. C. M. Cock, then 
Chief Electrical Engineer, Railway Executive, and now 
General Manager, Traction Department, the English Elec- 
tric Co. Ltd., has been published and is summarised in 
other pages this week. 

Lord Hurcomb, Chairman of the British Transport Com- 
mission, states in a foreword to the report that, though 
it confirms in general the Pringle report of 1927, 
the present report also includes a valuable study of de- 
velopments in Britain and abroad which justifies its 
publication for general information. The report covers 
practically the whole field of electric traction as the com- 
mittee considered that the importance of the technical pro- 
gress made over the last 20 years could not be dismissed 
without full consideration of all the implications. 

The terms of reference required the committee to report 
on the desirability of adopting a single electrical system 
in all future electrification schemes. It was also to con- 
sider whether the country shou'd be divided into separate 
areas earmarked for third rail and overhead wire respec- 
tively. The necessity for continuing to use the fourth rail 
system in the light of technical progress was also to be 
considered. Such important considerations as to whether 
recent progress in electrical practice generally has affected 
the conclusions of the Pringle repori, together with recent 
developments in the use of electrical operation of freight 
services and shunting, were to be reviewed. 

The use of the 3,000-volt d.c. overhead system, which 
has made world-wide advances due to the development of 
the mercury are rectifier, was considered very carefully in 
relation to its possible standardisation for British Railways. 
Indeed, estimates prepared for selected lines showed that 
in both capital expenditure and annual expenses, the 
3,000-volt system has had some economic advantage over 
the 1,500-volt d.c., where the traffic density is light. As it is 
considered unlikely, however, that lines of low traffic 
density will be selected for electrification in this country, 
the difference in cost between the 3,000-volt and 1,500-volt 
systems was not the deciding factor. These and other 
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considerations led the committee to confirm earlier con- 
clusions that the standard voltage should be 1,500 or 750 
with overhead collection for the former and third rail for 
the latter system. On operating grounds it is thought 
economically necessary to retain the existing conductor rail 
system of the Southern Region and elsewhere. 

An important part of the committee’s work has been the 
establishment of the minimum value of traffic density. 
This value for British Railways is shown to lie between 
three and four million trailing tons per mile of single track 
per annum. The committee has also been at pains to show 
that all existing and accepted systems of electrification wili 
work satisfactorily, but that, economically and depending 
on various other characteristics, one system may be more 
suitable than another. Other things being equal the system 
which produces the lowest aggregate of working expenses 
and capital charges should be selected. 


Queensland Railways 


Ts report of the Commissioner for Railways, Queens- 
land, Mr. T. E. Maloney, for the year ended June 30, 
1950, shows that the year closed with a deficit of £1,466,000, 


£1,150,000 greater than the previous year. Working 
expenses reached the record figure of £15,468,000. 
Interest on capital represented £1,529,000. The per- 


centage of expenditure to revenue was 99°59, or 7°34 
higher than 1948-49. Revenue per train-mile increased 
from 17s. 34d. in 1948-49 to 17s. 9d., while expenditure 
per train-mile also advanced from 15s. 11}d. to 17s. 8d. 
Earnings constituted a peace-time record. The increase 
in expenditure was due to variations in awards of the 
Industrial Court, ‘basic wage and automatic increases, also 
the increased cost of stores and coal issues and contin- 
gencies. 


The following are the more important results : — 
1948-49 1949-50 

(Thousands) 

(a) 3-ft. 6-in. gauge lines :— 

Passenger-journeys ... 32,491 32,185 
Passenger train-miles 6,405 409 
Goods tonnage conveyed ... 6,591 6,656 
Goods train-miles 10,870 11,100 

(£ thousands) 
Passenger, parcels, etc., receipts ... 3,908 4,017 
Goods traffic receipts 11,019 11,514 
Total earnings Me 14,927 15,531 
Working expenses ... 13,770 15,468 


(b) 4-ft. 84-in. gauge lines* :— 
(Thousands) 
Passenger-journeys ... 196 181 


Goods tonnage conveyed ... 297 287 
(£ thousands) 

Total earnings ea is 465 456 

Working expenses ... bit 369 363 


* South Brisbane to New South Wales border section (*‘ Uniform 
Gauge Railway '’). 

Despite improved operating efficiency resulting in 
better train loads and greater daily mileage run by loco- 
motives and wagons in service, it became necessary to 
raise freights and fares from July 1, 1950, to afford some 
relief to the financial position of the railways, the opera- 
tion of which, even with increased freights and fares, will 
result in a considerable deficit. 

There were insufficient engines available to cater for 
heavy traffic. Wagons, therefore, were often consider- 
ably delayed in transit, making it difficult to meet 
requirements in reasonable time. This shortage was due 
solely to the contractors being unable to complete their 
orders according to schedule because of their inability to 
obtain materials, the position in regard to which, 
especially steel, further deteriorated during the year. No 
less than 143 engines were on order at June 30, 1949. 
Of these, only 23 were received, mainly from Australian 
locomotive building firms. In August, 1949, orders were 
placed on Beyer, Peacock & Co. Ltd., for some 
further 10 Beyer-Garratt locomotives, and 15 additional 
“ B181 ” class locomotives were ordered from the Vulcan 
Foundry Limited. The first 10 Beyer-Garratt engines 
arrived in September, 1950, and the remaining 20 were 
expected to arrive at the rate of five every two months, 
the last locomotive to be ready for shipment in April, 
1951. The Vulcan Foundry Company has almost com- 
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pleted shipment to Queensland of its order for 35 “ B184 ” 
engines. New passenger vehicles building inciude air- 
conditioned train sets for long-distance trattic. 

The work on the 6-mile deviation to eliminate the 
outmoded rack section between Moonmera and Moongan 
proceeded satisfactorily. In February, 1950, approval 
was given to the electrification of Brisbane suburban lines 
at an estimated cost of £5,888,000. Associated works 
which in any case would be necessary at some future 
period without electrification, will cost £2,965,000, making 
a total expenditure of £8,853,000 over some nine years. 


Transport Education in the U.S.A. 


(By a Correspondent) 


N admirable cathoiicity marks the publicity work of 

the Association of American Railroads. Under the 
title of “College Courses in Railroad Subjects,” the Asso- 
ciation circulates a list of universities and colleges offering 
courses in engineering, transport subjects, and _ traffic 
management. For some 250 institutions, the list indicates 
the scope of the education given in (1) all branches of 
engineering (civil, electrical, mechanical, and chemical); 
(2) transport development and economics; and (3) traffic 
management. 

Engineering education is widespread, with the universi- 
ties awarding degrees to students specialising in any one of 
the four branches. Training in transport subjects was not 
available until much later, and, though many universities 
and colleges now provide courses, a considerable number 
do not have a complete curriculum leading to a degree. 
For example, Yale, Baltimore, and Pennsylvania confer 
degrees in transport, while Harvard, Cornell, Johns Hop- 
kins, and Princeton do not, though they have schools for 
studying transport along with commerce and business 
administration. Traffic management first appeared as a 
distinct subject between the two wars and of the universi- 
ties just mentioned, only Baltimore and Pennsylvania have 
courses in it leading up to a degree. 

Some of the minor universities and colleges offer courses 
by correspondence for home study, and for 50 years the 
International Correspondence Schools, Scranton, Pennsyl- 
vania, have been helping railwaymen to improve their 
knowledge, mainly of technical subjects such as air brakes, 
locomotive construction, signalling, and telecommunica- 
tions, but also of traffic management and salesmanship. 
Nearly all the railways have agreements with the Inter- 
national Correspondence Schools to teach their employees 
at reduced rates. The Railway Educational Bureau of 
Omaha, an important railway centre, also provides instruc- 
tion for railwaymen of any locality, arranging two-year 
programmes of home study. Its courses appear to be up- 
to-date as. three of them deal with diesel locomotive 
operation and maintenance. 

Many American railways are interested in any move- 
ment for extending education in the principles of transport 
because they wish to attract young men from universities 
and colleges to take up railway work as a career. The 
railways are also anxious to give capable men already in 
the service opportunities for acquiring knowledge and: 
broadening their outlook. There never was a time when: 
the need of the railway industry for able men was greater. 
The Government and the public alike expect the railways 
to increase the efficiency of their operations. At the same 
time an artificial ceiling is placed over railway charges by, 
Federal and State subsidies to competing transport 
agencies. Railways and pipelines are the only forms of 
transport whose charges cover the whole cost of the ser- 
vices given. In these circumstances management of a high 
order is essential to keep the railways in the financial and 
physical condition necessary to cope with transport 
demands, which may fluctuate rather violently from season 
to season and from year to year. The railways cannot 
afford to let all the promising graduates from the uni- 
versities drift into other industries. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Recovery Time in Passenger Schedules 


March 13 

Sir,—Sometimes the inclusion of recovery time in main 
line schedules would appear to be for the convenience of 
the persons compiling the timetables rather than for the 
‘men required to observe the inconsistent . schedules 
prepared. 

To take your correspondent’s own example (in your 
issue of March 9), the 4.45 p.m. “ Tees-Tyne Pullman ” is 
allowed 8 min. recovery time between Retford and Don- 
caster, not because such an allowance may be required, 
but because the 3.50 p.m. Kings Cross to Leeds is not due 
at Doncaster until 7.30 and thus slows down the faster 
Pullman which, without the additional eight minutes 
allowed from Retford, would be able to pass Doncaster at 
. 7.304. After passing Doncaster this train, as stated, has a 
very fast run on to Darlington. 

The East Coast schedules also contain some other 
interesting points. Trains for Leeds are supposed to leave 
London at 18 min. past the hour, but the “ Northumbrian ” 
leaves at 12.18, not for Leeds, but for York and Newcastle, 
There is also a gap from 2.18 to 6.18 during which trains 
depart for Leeds at 3.45, 3.50, and the “ Yorkshire Pull- 
man ” departs at 5.30. 

Perhaps if certain trains were re-arranged better paths 
could be: found. For example, if the “ Yorkshire Pull- 
man ” left: at 5.18, the “ Tees-Tyne ” could go back to its 
old time of 5.30, and the 3.45 and 3.50 trains could be 
spaced out more conveniently between 2.18 and 5.18. 

It is well known that the public prefers regular interval 
services, but those operating at present lead only to con- 
fusion. 

Yours faithfully, 
B. PERREN 


43, Greenway, N.14 


The Future of British Transport 
March 14 

Sir,—Having devoted much thought to the subject 
following the extensive correspondence on efficiency and 
finance in The Railway Gazette, 1 submit a plan for the 
future of British transport in general, and the railways in 
particular. Being a logical development of the present 
system, it is a simple one, and I believe it would dispose 
of existing difficulties, without introducing notable fresh 
problems. ; 

I propose that all six British Transport Executives be 
merged with the General Post Office under a single head of 
cabinet rank, possibly entitled the Minister of Internal 
Communications. Thus would nationalisation.be complete 
and probable of success, and considerable economy could 
be effected by the combination of administrative work 
at the various levels throughout the enlarged service. 

It follows that all forms of goods and public passenger 
transport would become an absolute State monopoly; those 
whose instinct prompts them to oppose the idea of State 
monopoly might well ponder over the fact that the Post 
Office—itself partly born of the railways—has been one 
for a century or two. Private carriers’ licences, however, 
could be granted where strictly necessary in the public 
interest. Their vehicles should be restricted to 10 cwt. 
carrying capacity. I visualise the extinction of “C” 
licences as we at present know them. 

The new department would be a Government one, re- 
sponsible, through the Minister, to Parliament. Indeed, 
it is not difficult to imagine a Government standing or fall- 
ing by transport efficiency in such circumstances; certainly, 
one can predict the fate of an administration that allowed 
the G.P.O. to degenerate to the state of practical efficiency 
displayed by the railways nowadays. 

The Post Office, unquestionably reliable, is the one 
national undertaking immune from criticism and music-hall 
humour. It therefore must be the yardstick of efficiency, 


and, in view of its profit, of economy, too. A Minister of 
vision and initiative would ensure that transport quickly 
measured up to the Royal Mail, and he could reasonably 
expect the honest endeavour of all to promote the success 
of his department. 

The staff, promoted to full Civil Service status, with 
correspondingly enhanced remuneration, would at last 
offer its full co-operation; again I cite the G.P.O. as a 
hallowed example, for an obstructive postman is unthink- 
able. The right type of recruit would be attracted into 
the industry, his personal ability determined by the im- 
partial Post Office examination system. Gone would be 
the twin evils of insouciant seniority and iniquitous 
favouritism, with unprecedented effects on efficiency. 

Fares and rates would be assessed by the Chancellor of 
the Exchequer and subject to regulation in the national 
budget, as dictated by the circumstances of the moment; 
again, Westminster’s influence would be exerted and, more 
important, a direct connection with other items of national 
expenditure and with the cost of living could be established. 
Transport tribunals and consultative committees would 
no longer need to exist, except perhaps to act as a liaison 
between Parliament and commerce. Transport Stock, 
which the unions regard as their bone of contention, not 
without justification, could be transformed into simple 
Government bonds. 

I pride myself on self-criticism, but can find no major 
objection to my scheme beyond the obvious political one. 
Politics, however, are supposed to be bound up with the 
spirit of public service, and anyone who genuinely desires 
to see our country blessed with an “ economic and properly 
integrated system of internal communications,” in peace or 
in war, surely cannot fail to agree with me, at least in 
principle. What is more logical than the ultimate 
re of mail and transport into H.M. Communica- 
tions? 

I am no politician, but if my cry is taken up by any 
party, whatever its creed or colour, I will certainly become 
one. 

Yours faithfully, 


PETER COLLINS 
Stationmaster 


Barnham, Suffolk 


Oldest British Locomotive 


March 11 

_ Sir,—I_ was sorry to read in the Scrap Heap in your 
issue of February 23 that British Railways No. 58865 had 
been withdrawn from service after 93 years. This was 
undoubtedly the oldest locomotive on British Railways; 
it now seems doubtful if British Railways have any loco- 
a running with more than 80 years’ service to their 
credit. 

No. 58865 certainly was not the oldest running in Great 
Britain, as suggested in your column. This distinction 
probably belongs to the Cannock Chase & Wolverhamp- 
ton Railway Company’s McClean 0-4-2ST, built by Beyer 
Peacock & Co. Ltd. (No. 28) in 1856, or to National Coal 
Board, Whitburn Colliery, Durham, No. 5 0-6-0 built by 
Robert Stephenson (No. 1018) in 1856. Either may receive 
the great distinction of being the first to see 100 years’ 
service. 

There are three others that may claim already to have 
won this race. They are N.C.B., Mid-East Durham Area. 
Nos. 27, 68, and 69, all built by Robert Stephenson, the 
first in 1845, and the other two in 1848, but these three 
have all been much rebuilt in the last 100 years. 

Locomotives built in the 1860’s are still relatively com- 
mon in industry in this country, It would be interesting 
to discover which is the first locomotive to’ see 100 years 
of service in substantially its original condition. 

Yours faithfully, 
J. B. LATHAM 


18, Wheatsheaf Close, Woking 
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Kings Cross Clock 


Architects often scoff at the ugly 
clock-turret, surmounting the exterior 
of Kings Cross Station, writes a corre- 
spondent. The Railway Executive, how- 
ever, is proud of its three-faced clock, 
which this year celebrates its hundredth 
anniversary. 

It was exhibited at the Great Exhi- 
bition of 1851, and became the talk of 
London, partly because its hands moved 
by half-seconds instead of seconds. 

Until 1924, it was a chiming clock. 
Originally it possessed three bells—one 
weighing 29 cwt.—which were also ex- 
hibited at the 1851 Park Exhibition. It 
is now electrically controlled. 


Selling Transport 

On the passenger side, this much can, 
I think, be said: in the modern econo- 
mic language, we are asked to describe 
the money left in our pockets after we 
have met the essentials of life as our 
“marginal consumer expenditure.” This 
is the money the prudent man or woman 
has left for wines or beers; for theatres; 
for cinemas; and for travel. If wages 
and salaries should Jag behind rising 
costs of consumer goods, marginal con- 
sumer expenditures diminish. There is, 
in short, a ceiling to the total amount 
of money which can be extracted from 
people’s pockets for travel. Two or three 
things stand out about this. For ex- 
ample: the transport provider must 
make his wares look more attractive 


Bathing Belle 








than a pint of beer or than Errol Flynn 
and Ginger Rogers. If he fails to do 
this, some part of his net receipts are 
in the brewers’ or the film industry's 
pockets. That is, I suggest, a stimulat- 
ing and challenging thought. It is cer- 
tainly a stimulus to, commercial enter- 
prise in transport—Mr. David Blee, 
Member, Railway Executive, in @ paper 
on “ The Commercial Field for the Stud- 
ent of Transport,” read before the Rail- 
way Students’ Association on March 14. 


Oddly Enough 


It is curiously difficult to feel self- 
assured when ringing up a railway. . . - 
But I have never got so far back-stage as 
I did last week, for I was answered 
immediately by a sepulchral, curiously 
dignified voice which simply said ; 
“Euston Sleepers! ” 

I couldn’t have been more awed if it 
had said: “ Delphic Oracle, at your ser- 
vice,” or “ Vestal Virgins, good morn- 
ing.” So that’s what they've got upstairs 
in that central hall at Euston, with its 
pillars and statues; the Seven Euston 
Sleepers, the tutelary deities of British 
Railways. How extraordinary that we 
should not have guessed; for we have all 
been faintly troubled by the feeling that 
in some way Euston is more than a 
station. . . . Fundamentally Euston is a 
temple, complete with Propyleum (that 
arch thing is still called this) or Sacred 
Entrance. When we look at early prints 
of Euston, showing it in all the glory of 


Posters Return 


Since the war railway and resort holiday travel posters have been almost 


wholly scenic in their subjects. 


The above joint British Railways and - 


Blackpool poster now on exhibition revives a pre-war practice 


cream stone against a Canaletto sky, it 
is easy to imagine the people..coming 
through the Propylzeum with their gifts 
to the old railway gods. 

It is right that railways should have 
deities, for they are a nation within a 
nation, with their curious lanes of pri- 
vate property stretching ~across our 
homely fields, their aloof stations brood- 
ing on the outskirts of our towns. The 
superficial observer might expect railway 
deities to be fierce spirits of flame, like 
Thor or Vulcan. But it is not so. The 
Seven Euston Sleepers, waited on by 
Porters and Porteresses of the femple 
trimming lamps and performing other 
duties, stand for the stillness at the heart 
of action. ... 

The Seven Euston Sleepers (one for 
each of the six British Railways districts 
and one for London) are the gods of the 
quiet country stations, where no sound is 
heard but the wind in the telephone wires 
and occasional signal bells; of the silent 
cuttings through woods; of the motion- 
less rows of carriages at depots; of the 
pregnant silence when the train stops in 


a tunnel.—Paul Jennings in “The 
Observer.” 


End of Their Holiday 
London Midland Region of British 


- Railways recently departed from official 


jargon when it announced that 1,500 

expectant mothers” would return 
from a ten-week holiday in Cumberland 
by a special train of 50 wagons. 

The “ expectant mothers ” are sheep 
which are coming back to 20 farms in 
the Skipton district for lambing. They 
were taken to Cumberland in December 
to enable home grazing land to 
recuperate and to provide the animals 
with turnip feed.—‘ Northener Il” in 
“ The Yorkshire Post.” 


Trouble m the Tunnel 


New coloured panels showing the rail- 
ways as they were, make a feature of 
the tall funnels of the early locomotive 
and so recall a mishap at the opening 
of the Leicester & Swannington Rail- 
way. 
Next to the tender was placed a 
“covered carriage” containing the 
directors and their friends and next to 
that an “ open carriage ” which was not 
much different from an ordinary wagon. 
Among other “ carriages ” was one con- 
taining a brass band and in another 
a small cannon which was fired at start- 
ing and on approaching stations as a 
signal to the church bell ringers. 

All went well until in the middle of a 
tunnel there was a shock. The engine, 
driven by George Stephenson, nearly 
stopped. It appeared that the plate- 
layers, levelling a dip in the permanent 
way, had overdone it, and produced a 
hump so that the funnel had fouled the 
roof, with disastrous effects on the 
“light bonnets, veils, and dresses of the 
ladies, and the shirt fronts and faces of 
the directors.”—From “ Miscellany ” in 
“The Manchester Guardian.” 





CANADA 
C.P.R. Modernisation 


Having embarked on the greatest 
* modernisation programme in its history, 
the Canadian Pacific Railway is spend- 
ing much money on new motive power 
and rolling. stock. Mr. N. R. Crump, 
Vice-Président of the company, recently 
gave the annual cost of replacing out- 
worn’ locomotives and _ stock as 
$36,000,000. An additional $21,000,000 
was spent on new equipment to cope 
with increased traffic resulting from the 
. growth in population and production. 
He announced that “ further dieselisation 
of important areas will take place pro- 
gressively.” Canada had not gone in for 
streamline trains for reasons which 
brought in a number of technical factors, 
but chiefly because it lacked the traffic 
density which would ensure the satisfac- 
tory use of this type of rolling stock. It 
should be remembered that the transport 
facilities of the C.P.R. were much in 
excess of the nation’s population of 
14,000,000, and the company had there- 
fore to operate and promote its exten- 
sive services abroad. 


TASMANIA 


Increases in Fares 


Higher fares for railway and road 
passengers and increases in railway 
freight charges were made effective 
from February 11. Railway fares and 
freight increases alone are expected to 
bring in an additional £A150,000 a year. 

Country single passenger fares are 
unaltered, but return fares will be 
double the single fare. Group travel 
concessions and hoiidays excursion rates 
will also be increased and the special 
concessions which apply to travel from 
country stations on specified days have 
been abolished. 

Increases in goods traffic charges will 
be 20 per-cent. on agricultural produce, 
manures, timber, Coal, general mer- 
chandise, asbestos, cement products, and 
livestock and ten per cent. on fruit, 
manufactured goods, and commodities, 
such as groceries and machinery. 
Freight charges on some classes of 
traffic are fixed by contract, and will be 
reviewed when existing agreements ex- 
pire. 

Bus fares have also been increased to 
cover the increased cost of labour and 
materials. The train fare from Hobart 
to Launceston and return, one class, a 
total of 266 miles, is now 44s., com- 
pared with 55s., by bus for a distance 
of 246 miles. 


Public Works Expenditure 


Commenting on an announcement by 
the Acting Prime Minister that the Fed- 
eral Government was planning to cut 
down Commonwealth and State public 
works programmes, the Premier of Tas- 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


mania recently stated that expenditure 
by the Transport Commission was vital 
and necessary to the economic welfare 
of the State. It was able to complete 
long-standing contracts for the supply 
of plant and machinery from overseas. 
The Federal Minister for National 
Development also stated that transport 
was a major project designed to raise the 
potential of the Commonwealth. 


ITALY 
Holy Year Traffic 


Despite the numbers who visited Italy 
for the Holy Year celebrations in 1950, 
the volume of State Railways traffic de- 
clined during the year. The effects of 
this contraction were however offset, at 
least in part, by an increase in fares and 
rates early in 1950. As a result, traffic 
receipts rose to lire 147,400,000,000 
against lire 133,500,000,000 in 1949 
The locomotive stock has been slightly 
reduced against the number in service in 
1949, but the number of passenger 
coaches and wagons increased. As re- 
gards Holy Year traffic, some 3,000,000 
passengers reached Rome _ between 
December 23, 1949, and Christmas Day, 
1950. Most of these came by railway, 
97 per cent. of them Europeans. 


Rome-Viterbo Electrification 


According to a recent announcement 
lack of funds has caused the postpone- 
ment of the projected electrification of 
the Rome-Viterbo line. The line 
branches at Rome-Trastevere from the 
main line to Pisa and follows a winding 
course northward for 54 miles to 
Viterbo. The west-east Civitavecchia- 
Orte standard-gauge line (linking the 
main lines to Pisa and Florence) is 
crossed at Capranica-Sutri, 384 miles 
from Trastevere. 

The line, which supplies the Roman 
markets with agricultural produce, pro- 
vides a link between Italy and the 
Vatican State. The short Vatican Rail- 
way, described in our September 15, 
1950, issue, branches at Rome San 
Pietro, about 13 miles north of 
Trastevere, from the Viterbo line The 
scheme for doubling the track between 
Trastevere Station and Viterbo has also 
been shelved for the time being for the 
same reason. 


WESTERN GERMANY 
Double-Deck Coaches 


A three-coach experimental set of 
centre-corridor double-deck stock now 
running between Dortmund, Frankfurt, 
and Stuttgart, consists of third class 
lower and upper saloon; third class, 
with cloak room and kitchen on lower 
deck, and pantry and dining saloon for 
32 passengers on upper deck; and com- 
posite second (upper deck) and third 
(lower deck). There is seating for 260 
passengers in all, with a number of tip 
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seats in addition. Ample lavatory ac- 
commodation is provided, accessible 
from small lobbies, separated from the 
saloons by swing doors, and from the 
entrance vestibules by sliding doors; this 
arrangement gives passengers access to 
lavatories without passing through 
draughty entrance vestibules and vesti- 
bule gangways. 

Instead of roller blinds, windows are 
fitted with wooden shutters as in tropi- 
cal countries, preventing draught when 
jwindows are open in hot weather. 
Loudspeakers are installed throughout 
for announcements and wireless and 
gramophone programmes. In _ the 
bogies, springing is by conical springs 
only, instead of standard Gorlitz bogie 
springs. Entrance steps are connected 
with the bogie by a system of levers so 
that they do not infringe the loading 
gauge when traversing curves. 


Record Train-Mileage 

The train-mileage, both goods and 
passenger, of the German Federal Rail- 
ways in 1950 was the highest in respect 
of the territory now comprised in West- 
ern Germany since 1936. Passenger 
traffic, however, was lower than in 1949; 
goods traffic was about the same, with a 
considerable increase in container 
traffic, attributed to the introduction of 
high-capacity containers, 


NORWAY 


Better Connection with Britain 


The timing of the “North Sea Ex- 
press” between Oslo and Bergen is to 
be altered to conform more closely with 
the schedule of the Bergen-Newcastle 
steamer service from May 20, which will 
shorten the journey time between Oslo 
and London, via Bergen and Newcastle. 
Although the ships of the Bergen 
Steamship Company sail only thrice 
weekly in either direction, the ‘“ North 
Sea Express” runs nightly each way, 
covering the 307 miles between Oslo and 
Bergen northbound in 12 hr. 15 min. and 
southbound in 11 hr. 30 min. 


Main-Line Electrification 

The introduction of the summer time- 
table on May 20 will coincide with that 
of electric traction between Oslo and 
Charlottenberg, the Norwegian-Swedish 
frontier station on the main line to 
Stockholm. The distance between Oslo 
and Charlottenberg is 884 miles; it is a 
further 2674 miles thence to Stockholm. 

Electric traction came into operation 
between Stockholm and Charlottenberg 
(via Laxa, on the Stockholm-Gothen- 
burg main line) shortly before the war. 
Its extension to Oslo will enable the 
service between the two capitals to be 
greatly accelerated. The  13-mile 
suburban section between Oslo and 
Lillestrom, common to both the main 
lines to Charlottenberg and Trond- 
heim, was electrified in 1927. 
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British Railways Electrification Proposals 


Summary of the findings of a committee appointed to consider the methods 
of operation and systems to be adopted in future electrification schemes 


[’ April, 1948, the British Transport 
Commission invited the Railway 
Executive and the London Transport 
Executive to appoint a committee com- 
posed of technical and other representa- 
tives to review the methods of electrical 
operation on the railways now under 
their control, and the system or systems 
to be adopted in future electrification 
schemes. This committee was consti- 
tuted on September 22, 1948, with the 
following members : — 

Chairman: Mr. C. M. Cock, Chief Electri- 
cal Engineer, Railway Executive. 

Members: Messrs. P. Croom-Johnson, Chief 
Engineer, London Transport Executive; W. S. 
Graff-Baker, Chief Mechanical Engineer (Rail- 
ways), London Transport Executive; J. L. 
Harrington, Chief Officer (Administration), 
Railway Executive ; F. Lydall, of Messrs. Merz 
and McLellan; F. A. A. Menzler, Chief 
Development & Research Officer, London 
Transport Executive; E. W. Rostern, Operat- 
ing Superintendent, Eastern and North Eastern 
Regions, Railway Executive. 

Secretary: Mr. R. S. E. 
Railway Executive. 

The committee was required to report, 
from both the technical and the econo- 
mic aspects, on various matters : — 

(a) Whether recent progress in elec- 
trical practice has affected the conclu- 
sions of the report of the Railway 
Electrification Committee (1927)—the 
Pringle Committee. 

(b) Whether a single system should 
be adopted in all future electrification 
schemes which may be contemplated. 

(c) Whether the country should be 
divided into separate areas earmarked 
for third rail and overhead wire respec- 
tively. 

(d) In the event of two systems being 
approved, the position with regard to 
connecting services. 

(e) The necessity for continuing to 
utilise the fourth rail return (standard 
on the London Transport Executive 
railways) in the light of technical :pro- 
gress. 

(f) Recent developments in the use of 
electrical operation of freight services 
and shunting. 

Subsequently the committee, whose 
report* has now been published was 
asked in framing its recommendations 
to have regard to the proposals of the 
London Plan Working Party. 

Accepted in Principle 

Lord Hurcomb, Chairman of the 
British Transport Commission, states in 
a foreword that the Executives have now 
accepted the report in principle and re- 
commended it to the B.T.C. It confirms 
the main conclusions contained in the 
Pringle report of 1927, but contains a 
valuable study of technical develop- 
ments in this country and elsewhere in 
the intervening years. 


B. Hart-Davies, 





* “* Electrification of Railways.” Report of a 
Committee appointed by the Railway Executive and 
London Transport ecutive. Published by the 
British Transport Commission, 55, Broadway, 
London, S.W.1. Price 7s. 6d. 


The committee recommends that the 
d.c. system with an overhead line at 
1,500 volts should be adopted as 
standard in all future electrification 
schemes except as regards an area to be 
earmarked for the third rail system of 
the former Southern Railway. The 
B.T.C., continues Lord Hurcomb, en- 
dorses the reservations stated in the re- 
port with regard to any such third rail 
area, the exact boundaries of which on 
the western side must be the subject of 
further consideration. The only other 
exception would comprise areas within 
which the fourth rail system may be 
employed, i.e., additions to lines oper- 
ated by London Transport and also 
possibly in self-contained and purely 
urban systems in the provinces. 

The report describes the size of 
British Railways, together with notes on 
the character, volume, and density of the 
traffic offering, and a forecast is made 
on future operating trends having re- 
gard to the standardising of an electrical 
traction system. A descriptive survey 
of the various electrification systems 
availab!e come next and also a note on 
recent technical advances in design and 
possible future developments. A chapter 
is devoted to the decisions taken in 
other countries on questions of 
standardisation. 

Financial Implications 

The financial implications of the 
different systems on the basis of the cost 
of electrical operation on certain typical 
sections of British Railways, having diff- 
erent traffic densities and different pro- 
portions of passenger and freight traf- 
fics, are worked out for 750 volt, 1,500 
volt, and 3,000 volt d.c., and for 20,000 
volt single-phase a.c. at 163 cycles 
per second. 

The committee establishes the mini- 
mum value of traffic density expressed 
as “ millions of trailing tons per mile of 
single track per annum” below which 
it would be uneconomical to convert 
lines to electric traction. This minimum 
value for British Railways is shown to 
lie between 3,000,000 and 4,000,000 
trailing tons per mile of single track. A 
map illustrates the lines so affected. 

The report states that, subject primar- 
ily to operational and to a lesser degree 
to technical considerations, the major 
factor to be taken into account in de- 
ciding which of the accepted systems of 
electrification should be adopted, is the 
economic advantage or disadvantage of 
one system compared with another. 

It is shown that the higher the operat- 
ing voltage the lower are the first costs 
of the fixed installation, ie., track 
equipment and substations, but on the 
other hand, the higher the voltage the 
higher is the cost of the electric locomo- 
tives and multiple-unit train equipments. 
The relative weights of these two main 


items of expenditure are dependent on 
the traffic density. With a high traffic 
density, the reduction in the cost of the 
fixed installation is in general less than 
the increase in the expenditure on loco- 
motives or multiple-unit trains in view 
of the large number required. 

With a low traffic density, the reduc- 
tion in the cost of the fixed installation 
is more important than the increase in 
the cost of locomotives or multiple-unit 
trains, as the number required .would 
be comparatively small. Thus a high 
traffic density tends to favour the adop- 
tion of a low voltage. Traffic density 
may consist of a large number of light 
trains, or a small number of heavy 
trains, which must be taken into account 
in deciding whether a higher or a lower 
voltage system would be the cheaper. 

The use of the d.c. system at 3,000 
volts, states the report, has been made 
more attractive by the perfection in 
recent years of the mercury-arc rectifier, 
and the adoption of this system as a 
standard for British Railways would be 
in conformity with the trend of deci- 
sions in most other countries, where the 
question has been recently under study. 

The comparative estimates prepared 
for selected lines in this country show 
that the 3,000 volt system has a material 
economic advantage over the 1,500 volt 
system only on routes where the traffic 
is relatively light. But future conver- 
sions to electric traction in this country 
are likely in general to be confined for 
many years to lines with high traffic 
density on which the 1,500 volt system 
is at little disadvantage. Moreover, there 
is a substantial mileage of lines already 
in operation on the d.c. conductor rail 
system at a lower voltage, and the pro- 
vision and maintenance of equipment 
to allow for a tractor to work on both 
the 750 and 3,000 volt systéms would be 
less practicable, and most costly, than 
that for dual-working on the 750 and 
1,500 volt systems. 

Having regard to these considerations 
and in lesser degree to the fact that cer- 
tain lines have been, or are being, electri- 
fied on the 1,500 volt system, the com- 
mittee does not recommend the adop- 
tion of the 3,000 volt direct current sys- 
tem as a standard for British Railways 
and confirms the main conclusions con- 
tained in the Pringle report that the 
standard voltage should be™1,500 or 750, 
with overhead collection for the former 
and third rail for the latter system. The 
standard voltage should be defined as 
the voltage at the sub-station bus-bars 
when the sub-station plant is loaded to 
its continuous rating. With one or two 
minor revisions the other recommenda- 
tions in the Pringle report are consid- 
ered to be substantially valid under 
present-day conditions. 

As to whether a single system should 
be adopted in all future electrification 
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schemes which may be contemplated, 
the report recommends that the d.c. 
system, with an overhead line at 1,500 
volts, should be adopted as a standard 
in all future electrification schemes 
other than those within an area ear- 
marked for the third rail system and 
those on which the fourth rail system 
would be employed, e.g., additions to 
lines worked over by London Trans- 
port trains and possibly any new self- 
contained purely urban line in a 
provincial city. 

In making this recommendation, the 
committee does not rule out the possi- 
bility of using d.c. at 3,000 volts, or 
single-phase, alternating current at 50 
cycles or a lower frequency for second- 
ary lines with light traffic, subject to 
the proviso that it is not prejudicial to 
operation on adjacent lines equipped 
‘with a standard system. 


Southern Region 


A large mileage of line electrified on 
the d.c. third rail system at the lower 
voltage is being operated efficiently in 
the Southern Region of British Rail- 
ways. The recent development of the 
flywheel locomotive facilitates the haul- 
age of passenger trains not suitable for 
multiple-unit working and freight trains 
without sudden cessation of drawbar- 
pull at unavoidable gaps in the conduc- 
tor rail. 

_ On operational and technical grounds 
it is considered desirable that further 
extensions of electric working in the 
south and south-east of England should 
be fully integrated with the existing in- 
stallattion. The committee accordingly 
considers that for the time being an area 
should be earmarked for third rail elec- 
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trification: this would consist of the 
Southern Region as far west as a line 
drawn to include Salisbury, Fording- 
bridge, Wimborne, Dorchester, and 
Weymouth. 

This view is qualified by the follow- 
ing reservations :— 

(i) The system to be adopted west of 
the existing electrified area would be 
subject to reassessment from the econo- 
mic and other aspects when the time is 
appropriate to initiate electrification. 

(ii) There is freedom within the ear- 
marked area to install where necessary, 
on sidings, and so on, an overhead line 
at the lower voltage. 

(iii) There is also freedom at the 
fringes of the earmarked area within 
the Southern Region or other Regions 
to install either the higher- or lower- 
voltage systems, or both, to suit operat- 
ing requirements. 

For the lines of British Railways out- 
side this earmarked area electrification 
would in general, be carried out on the 
d.c. system at 1,500 volts with an over- 
head line. 

In the event of two systems being 
approved the committee is satisfied that 
designs for dual-voltage locomotives and 
multiple-unit trains for- 750 and 1,500 
volts can be developed and the extra cost 
involved will not be excessive in relation 
to flexibility of operation. There was a 
proviso in the Pringle report that no 
action need be taken to allow for inter- 
running until one-third of the locomo- 
tives of any railway had been replaced 
by electric locomotives, but, having re- 
gard to the unification of railways and 
the recommendation made above, it is 
submitted that any stipulation in regard 
to the number of locomotives to be 
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equipped for dual working is not now 
applicable. 

There are on balance, states the re- 
port, advantages in the use of the fourth 
rail system, especially in relation to sig- 
nalling, in an extensive network of 
single-track tunnels with a dense train 
service, such as obtains on London 
Transport. The committee, therefore, 
recommends the retention of the fourth 
rail system, on the existing London 
Transport railways, and its use on any 
extensions or additions integrated there- 
with. 

Under the heading of recent develop- 
ments in the use of electrical operation 
of freight services and shunting, the 
committee again calls attention to the 
use of the flywheel locomotive for the 
haulage of freight trains on the third 
rail system, already mentioned in con- 
nection with an earlier recominendation 
in the report. 


Diesel Traction 


The use of diesel-electric shunting 
locomotives in an electrified area would 
avoid electrical equipment of the whole 
of the tracks in a marshalling yard or 
the retention of a number of steam loco- 
motives for yard shunting. Diesel trac- 
tion would overcome certain difficulties 
inherent in the use of the overhead line 
in yards and dock areas where cranes 
are employed. 

The committee makes the recommen- 
dation that in the preparation of any 
scheme of electrification the complemen- 
tary use of diesel power should be the 
subject of economic assessment as an 
alternative to the complete electrifica- 
tion of yards and/or the retention of 
steam locomotives. 





BRITISH STANDARD FOR ALUMINIUM AND 
ALUMINIUM ALLOY SECTIONS.—The British 
Standards Institution has just issued a 
revision of B.S. 1161: 1951, covering 
aluminium and aluminium alloy sections. 
The standard, first published in 1944, has 
been extended to cover additional sizes 
of aluminium alloy sections and to include 
sections made for incorporation in designs. 
Most manufacturers are in a position to 
supply almost the full range and many 
suppliers are able to make larger sections 
than those given in the table. Copies may 
be obtained from the British Standards 
Institution, Sales Department, 24, Victoria 
Street, London, §.W.1, price 5s. 


VESSEL FOR KYLE OF LOCHALSH-KYLEAKIN 
Ferry SeERvicE.—Further details of the 
ferry vessel recently ordered from Wm. 
Denny & Bros. Ltd., Dumbarton, for ser- 
vice between Kyle of Lochalsh and 
Kyleakin in the Isle of Skye are announced 
by the Scottish Region. The new vessel 
is primarily intended for the transport of 
vehicular traffic and will be equip with 
a turntable taking an 8-ton load with space 
for two motorcars or one lorry. When 
engaged on this work she will also be 
certified to carry passengers and when em- 
ployed exclusively on passenger ferrying 
duties she will convey approximately 100 
passengers on each trip. This is the second 
additional vessel ordered recently by 
British Railways for this service. She will 
be somewhat smaller than that ordered in 
November last, but will have priority in 


construction so as to be ready for the 
summer traffic, and to accord with pro- 
gress in constructing the new slipway at 
Kyle of Lochalsh. The vessel will be 
powered by a 3-cylinder 36 bhp. 
Gleniffer high-speed diesel engine with 
reverse gear and 2-1 reducing gear. 


PETROLEUM INDUSTRY EXHIBITION.—An ex- 
hibition covering all aspects of the petro- 
leum industry, with emphasis on ex- 
ploration, oilfield, refinery, and transport 
developments in many parts of the world, 
will be presented this summer at university 
centres in the United Kingdom. It is spon- 
sored by the Shell Petroleum Company and 
the Anglo-Iranian Oil Company. The ex- 
hibition will be open to the public at the 
Imperial College of Science & Technology, 
University of London, from April 6 to 21. 
It will then tour Glasgow, Leeds, and Cam- 
bridge, showing for about two weeks at 
each centre. 


MONKLAND CANAL TO BE PIPED AT 
BARGEDDIE.—Twin concrete pipes of 
3 ft. 6 in. dia. are to be used to carry 
the Monkland Canal past the point where 
it was breached at Ouilhill near Bargeddie, 
On January 17, due to the sudden thaw 
followed by severe rains, the canal em- 
bankment was breached to the extent of 
about 45 ft. and 20 ft. in depth at a 
point 160 yd. to the West of Cuilhill 
Bridge. The canal bed was also scoured 
away for 100 yd. at both ends of the 
breach. Repair work has been going on 


constantly since then and now it is reach- 
ing the stage when piping will shortly be 
placed in position to carry the water at 
this point. The canal has been disused 
by shipping traffic for many years, but 
is used as a feeder for the Forth & Clyde 
Canal, and as a source of water for com- 
mercial purposes. 


CANADIAN TRAIN TRAPPED IN SNOWDRIFT.— 
Thirty-eight passengers are marooned in 
a Canadian National Railways train 
trapped in a snowdrift in the Oyen area, 
200 miles north-east of Calgary, since early 
on March 16. Roads and railway lines are 
completely covered by snow in the western 
Canadian plains. 


U.S. RAILwAy TARIFFS INCREASED.—The 
Interstate Commerce Commission has 
authorised the railways to make an 
increase in goods tariffs ranging from 2 to 
4 per cent. 


FILTERS FOR AIR SUPPLY TO INTERNAL 
COMBUSTION ENGINES.—This British Stan- 
dard (BS.1701:1950) has been prepared to 
deal with air filters for air supply to internal 
combustion engines and compressors other 
than those used in aircraft. It is mainly a 
performance specification, dealing with the 
testing of six types of filters, and, although 
no dimensions are specified, certain con- 
structional requirements, are included. 
Copies may be obtained from the British 
Standards Institution, Sales Department, 24, 
Victoria Street, London, S.W.1, price 4s. 
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Vertical Hobbing Machine 


DFvELoreD by David Brown 
Machine Tools Limited, Man- 
chester, this machine incorporates cer- 
tain features obtaining in the standard 
hobbing machine made by this firm. 
This new unit, however, can be used for 
cutting splines and will accommodate 
shafts up to 35 in. long, the number of 
splines cut depending on the diameter 
of the work. It is also capable of hob- 
bing spur gears up to 15 in., the maxi- 
mum spur gear pitch hobbed in 
cast iron or bronze being 4 d.p., or in 
steel 5 dip. .The dimensions are: 
overall length 68 in., width 494 in., 
height 90 in. 

The machine is known as the M.T.V. 
spline hobbing machine and _ has 
been developed as a result of consider- 
able experience in gear hobbing. It is 
of robust construction and capable of 
maintaining the accuracy required under 
ithe most arduous service conditions. 
Conventional and climb-hobbing can be 
used without adjustment. 

The hob slide, mounted on a heavy 
and rigid upright of box section con- 
struction, travels on double rectangular 
guides. The cutting stay for supporting 
the work has an over-arm brace 
attached to the upright to give added 
rigidity. Ease of control and accessi- 
bility are features and the provision of 
a wide range of cutting speeds and feeds 
enables the hob to operate with maxi- 
mum efficiency. The cutting of the lead 
screw and gears of the machine has 
been carried out on special-purpose pre- 
cision machines and the general toler- 
ances are exceptionally close. 

The upright arm spans the full width 
of the bed, which houses the large capa- 


REPAIRS TO WHITING Bay Pier, ISLE OF 
ARRAN.—The Arran steamer is to call at 
Whiting Bay during the Easter holidays. 
Since the beginning of the year, when re- 
pair work, began, the pier has been closed 
to all traffic, While the pier has been 
under repair all traffic to and from the 
Island of Arran has been concentrated on 
Brodick Pier. Although Whiting Bay 
Pier will be closed again when the Easter 
weekend traffic is over, the pier owners 
expect that only a few weeks will elapse 
before repairs are completed, and it will 
be possible for the steamer to resume her 
regular call. 


ANGLO-GERMAN PATENTS.—An agreement 
has been concluded between the British 
Government and the Government of the 
Federal Republic of Germany whereby the 
time for making belated applications for 
United Kingdom patents with priority 
based on a corresponding application de- 
posited in a filing office at Darmstadt or 
Berlin, may be extended until a date not 
later than May 31, provided the application 
continued to be dealt with by the Patent 
Office of the Federal Republic. Extensions 
have been granted by the Government of 


Cutting spline shafts and 
hobbing spur and helical gears 


city sump, and in rear the unit con- 
struction gearbox. Ground guides are 
provided on the front face of the up- 
right to receive the hob slide saddle and 
a cavity is provided to accommodate 
the balance weight; accurately ground 
slideways carry the cradle and liberal 
passages make for clearance of swarf. 


M.T.V. spline hobbing machine 


the Federal Republic for making applica- 
tions in that country founded on applica- 
tions in the United Kingdom. The agree- 
ment is given effect by the Patents (exten- 
sion of Time) (Federal Republic of Ger- 
many) Rules, 1951. 


VISITORS TO BRITAIN.—The Deputy General 
Manager of Thos. Cook & Son Ltd., Mr. 
Charles Holt, who returned recently from 
a tour in Egypt, Southern Asia, and Aus- 
tralasia, has remarked on the interest in 
the Festival of Britain shown in the terri- 
tories visited, including India, Ceylon, and 
Hong Kong; if, as seemed probable, there 
were a 20 per cent. increase over last year’s 
figure, the number of visitors to Britain in 
1951 might exceed three-quarters of a 
million. The number of British travellers 
to the Continent this year would probably 
be 50 per cent. more than in 1950. 


CLOSING OF HARROGATE-PATELEY BRIDGE 
BRANCH.—As the service is being run at a 
considerable loss passenger trains will be 
withdrawn from the MHarrogate-Pateley 
Bridge (Nidd Valley) branch as from April 


> 


2. Stations affected are Pateley Bridge, 





The hob slide has two main com- 
ponents, namely, back and swivel slides. 
The former, fitted to the upright, has 
long guides carefully bedded to ensure 
uniform cutting action.” The swivel 
slide, incorporating the hob spindle and 
driving gears, has a full turning circle of 
360 deg. Movement of the hob slide is 
controlled by the lead screw, which is 
firmly mounted on the lower-surface of 
the back slide, engaging with a revolv- 
ing nut carried in the gearbox. 

The dividing worm wheel is cut in 
position with the table, which is sup- 
ported in the cradle by a flat annular 
seating, with axial location provided by 
a tapered bearing, the latter being of 
sufficiently small diameter to facilitate 
grinding to close tolerances, the worm 
is supported in an adjustable housing to 
enable backlash to be reduced to a 
minimum. Traverse of the cradle is 
controlled by a nut and screw set in the 
slideway. A micrometer dial attached 
to the screw enables fine settings to be 
obtained. 

All gears for drives to the hob and 
table are housed in one gearbox, with 
provision for easy access to speed, in- 
dexing, and feed change gears. Auto- 
matic lubrication is supplied and a 
coolant is led to the hob from a 
centrifugal pump. The automatic 
switchgear is controlled from a cen- 
tralised push-button station at the ope- 
rating side of the machine. Adjustable 
stops govern movement of feed and 
rapid traverse, with safety stop; to 
control the extreme limits of motion, 
and a separate motor is provided for 
rapid traverse of the hob slide, features 
which contribute to ease of operation. 


Dacre, Darley, Birstwith, and Ripley 
Valley. but parcels traffic will still be 
accepted and be collected and delivered to 
the area by British Railways motor trans- 
port. Alternative bus services are pro- 
vided by the West Yorkshire Road Car 
Co. Ltd. and there will be no change in 
the methods of dealing with freight traffic. 
The branch was opened in 1862. It is a 
single line with route-mileage of 11 miles 
39 chains, The passenger train service is 
operated by a push-and-pull unit working 
between Pateley Bridge and Harrogate. 
There are two trains each way on Mon- 
days to Fridays and one additional train 
each way on Saturdays. 


RoaD ACCIDENTS IN JANUARY.—Ministry of 
Transport returns show that road casual- 
ties in January totalled 13,517. including 
364 killed, 3,214 seriously injured, and 
9,939; slightly injured, the highest total for 
any January since the war. The increase 
was entirely among adults and affected 
nearly alt classes of road users. The 
downward trend of child casualties con- 
tinued, with 1,922, against 2,187°in Janu- 
ary. 1950; child deaths were 37 compared 
with 62. 
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Rolling Stock for Rhodesia Railways 


Third class corridor coaches of all-steel 
construction to meet increasing traffic needs 


i is meet increasing traffic on the 
Rhodesia Rai:ways, a contract for 
additional rolling stock was placed with 
the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd., Birmingham, the 
order comprising 15 first-class coaches, 
23 second class, and 34 third class 
coaches. The building of the third class 
coaches has now reached an advanced 
stage and work on the upper class stock 
is proceeding. 
Method of Construction 

The third class coaches are of all-steel 
construction and integral design. The 
body is of steel sections and panels 
riveted together to give maximum 
strength. Due to the absence of mould- 
ings and visible panel joints, the exteriors 
present clean and unbroken lines. The 
roof structure is of the clerestory type 
providing ventilation for the compart- 
ments through hinged deck lights and 
gauze covered frames. 

The floor is of dovetail galvanised 
steel sheeting to which is cemented a 
layer of slab cork in. thick; this, in 
turn, is covered by linoleum +% in. thick. 
The coach body is heat insulated and 
the outer metal panels are covered with 
a 1 in. thick layer of sprayed asbestos. 
The coaches are arranged with enclosed 
vestibules, while telescopic gangways 
allow of passage to all coaches when 
coupled, and a straight through corridor 
of ample width connects the vestibules 
Access is by fixed steps at the ends of 
each coach. 

The underframes are constructed of 
rolled-steel sections riveted together, to 
which, in turn, the bodysides are riveted, 
the combined structure being of suffi- 
cient strength to obviate the use of truss- 
ing, thereby providing ample space 
between the bogies for the electrical 
equipment, water tanks, and braking 
equipment. The bogies are constructed 
of rolled-stee! sections riveted together. 
They are of the equalising beam type 
with helical springs over the beams and 
quadruple springs under the bolsters. 

Trap doors are provided over the 
drawgear and bogie centre pins for 
inspection purposes. 

Features of the Design 

The passenger accommodation pro- 
vides seating for 68 persons and sleeping 
for 51 passengers arranged in one, three 
and eight six-berth compartments. The 
seats forming the bottom sleeping berth, 
the hinged seat-backs for the middle 
berth, and the fixed top-berths are pro- 
vided with cushions lightly padded and 
trimmed in green Vynide. The interior 
partitioning is constructed principally of 
blockboard 1} in. thick, the sliding doors 
giving access to the compartments from 
the corridor is also of blockboard 14 in. 
thick. 

Two steel panel partitions are fitted 


in intermediate positions of the body 
structure, the surface being covered 
in blockboard. Louvre frames faced 
with mosquito gauze are mounted in 
the body window openings. Both the 
windows and louvre frames drop into 
special window pockets which divert all 
storm water clear of the structure; 
Sturdy Major full-drop balanced 
windows are fitted. Provision for taking 
light luggage is made by providing 
racks in the upper roof above each top 
berth, and consist of timber slats and 
steel brackets secured to the partitions. 


The interiors of the compartmenis, 
corridor, and vestibules are finished ‘n 
gloss paint, a green shade from floor io 


garnish rail, and stone colour from 
garnish rail to ceiling, with ceilings 


enamelled in white. The interior metal- 
lic fittings are finished in venetian 
bronze with the window guard rails in 
stainless steel. The outside door handles 
at the vestibule entrance are also in 
stainless steel. 

The lavatories arranged at each end 
of the coach have terrazzo floors and 
walls of steel panels finished in white 
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Third class coaches for the Rhodesian Railways 
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SLEEPING ACCOMMODATION FOR 5!i PASSENGERS 
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Diagram showing the interior arrangement and principal dimensions of the third class stock 


itreous enamel. A corner wash-bowl 
ind a commode fitied for foot-operated 
flushing is provided The interioi 
fittings, commode handles, and so on 

e finished in chromium plate. Ine 
equipment includes a mirror, brush and 
comb rack, Aat and coat hook. and 
towel roller. Monarch air extractors are 
fitted. 

In addition to the water tanks 
vided on the underframe, two. service 
tanks, filled from the underframe tanks 
%”y means of semi-rotary pumps, 
ocated in the roof to supply the lava 
tories. A supply of drinking water is 
carried in tanks mounted at each end of 
the corridor. 

All vehicles are equipped with Stone's 
system of electric lighting and have 
through electric couplings. Each com- 
partment is equipped with a three-light 
ceiling fitting independently control'ed. 


pro- 


are 


ELECTRICAL MANUFACTURERS ENDOW CAM- 
BRIDGE PROFESSORSHIP. -The endowment 
of a professorship of Electrical Engineering 
it the University of Cambridge was formu 
lated in 1944. As there was a possibility 
that circumstances might prevent the plan 
being put into force immediately after the 
war, the President and Council of the In- 
stitution of Electrical Engineers offered to 
provide the endowment for five years so 
that the chair might be established without 


while the usual service lights for the 
corridor, vestibules and lavatories are 
controlled from the main switch panel. 
The necessary provision for housing 
the switch panel has been made adjoin- 
ing the lavatory situated at one end of 
the carriage. 


The finish of the exterior of the 
coaches is carried out in Syntholux 
enamel. The lower panelling below the 


waist rail and the upper panelling above 
the windows are painted in imperial 
brown, with the panels between in light 
stone colour, the colours being separated 
with bands painted in black. The root 
is finished in aluminium paint. Exterior 
lettering and the railway’s coat of arms 
are applied to the body sides by means 
of transfers. All coaches are shipped 
fully erected. Inspection is carried out 
by the consulting engineers, Messrs. 
Freeman Fox & Partners. 


This offer was accepted and the first 
entered on his duties in 1945. 
After the five-year period the council of 
the British Electrical & Allied Manufac- 
turers Association undertook to raise money 
for its endowment in perpetuity and the 
Association recently asked the university 
to accept a gift of £71.000 which had been 
subscribed by member firms of B.E.A.M.A, 
The offer was accepted by the Senate on 
March § 


delay 
professor 


he following firms as sub-contractors 
supplied materials and fittings for the 
new stock: 


Taylor Bros. & Co. Ltd 
Phosphor Bronze Co. Ltd 


Wheels and axles 
Axlebox bearings 


Springs English Steel Corporation 
Limited 

I.R. springs Geo. Spencer, Moulton & 
Co. Ltd 


Vacuum Brake Co. Ltd 

Robert Hyde & Son Ltd 

English Steel Corporation 
Limited 

Lighting J. Stone & Co. Ltd 

Glass Pilkington Bros. Ltd 

Blinds and diaphragms Laycock Engineering Co. Ltd 

Asbestos cork flooring J. W. Roberts Limited 


Vacuum 
Castings 


brake equipment 


Rexine and Vynide Imperial Chemical Indus- 
tries Limited 
Hides Connolly Bros. Ltd 


James Beresford & Son Ltd 
Vi-Spring Products Ltd 
Rawlings Manufacturing 
Co. Ltd 
Saro Laminated Wood Pro- 
ducts Limited 
Flexo Plywood 
Limited 
Edmonton Panel Co. Ltd 
G. D. Peters & Co. Ltd 
Docker Bros 


Wash basins and lavatories 
Berth frames and springs 
Balanced windows 


Plywoods 


Industries 


Millboard 
Syntholux enamel 


MapRID CENTRAL UNDERGROUND STATION 
APPROVED.—The Madrid City Council ts 
reported to have sanctioned the building of 
an underground station beneath the Plaza 
de Espana, at a cost of 9.000.000 pesetas. 
It will be served by a new underground 
line of the National Railways, for full- 
size rolling stock. to the suburb of Cara- 
banchel. passing beneath the River Man- 
zanares. Which is due to be completed by 
the end of next year 





326 THE RAILWAY GAZETTE March 23, 195 


Klectric Traction Section 


Electrification Programme of the Netherlands Railways 


By mid-1953, all important lines, totalling 
850 route-miles, will be electrically operated 


By E. Van der Hoek, Chief Engineer, Netherlands Railways 


After May, 1940, the electrification 
came to a standstill because of ‘he 
German occupation. On September 
1940, Allied airborne troops landed at 
several places around Arnhem. At ‘ie 
same time the Netherlands Gove 
ment in London ordered a general 1 
way strike to assist these military 
Operations. From that date until 
liberation of the whole country in M 
1945, the Germans destroyed or 
moved the electric installations of nearly 
all rectifier substations, nearly all over- 
head copper wire, as well as mos 
of the rolling stock which included many 
modern streamline sets. 







—_—— 
me | 
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Post-War Plans 

Immediately after the liberation t 
Netherlands Railways decided on 1 
mediate re-electrification and furthe: 
electrification. In our January 31, 1947, 
and July 15, 1949, issues, the first stages 
OLLAND is a country particularly mately 6:5 per cent. of the total electric of the project were described. Fo 

suited to electric traction. The power generated in Holland was used 1948-52 the following programme was 


One of the 1,200-kW. mobile rectifier substations supplied by G.E.C. 




























distance between towns hardly exceeds for traction purposes. p'anned for the electrification of the 
15 miles. Passenger traific is heaviest : 
in the western and central parts, | sms (ines electrified Ug a | 
especially between Amsterdam, Rot- , Sia 

terdam, the Hague, and Utrecht. | ™” }°&#&” being electrified |p , 

Goods traffic is considerab‘e in the =m 6) «(to be ” erownn 2 
south. ; , scoorrooo ” proposed for : 

In 1908 the South Holland Electric electrification 'e.8 
Railway introduced electric traction be- - a 
tween Rotterdam (Hofplein), the Hague, ‘927 Date ial lala e 
and Scheveningen. Power was supplied electrified rs 
by a railway plant at Leidschendam 0 10 20 30 40 50Miles z 
Voorburg at 10,000 volts ac., 25 — . : : : * Zz 
cycles. single phase. f : atin? 

In view of the success of this electrifi- cng § 1 C Zutder 
cation, the Holland Railway Company Vit <i had 
(which in 1917 became a constituent of NORTH jimvidengs Pn agente Zee sate 
the Netherlands Railways Company) Ine: ee pimel© << 
decided after the 1914-18 war on further manta Bada m did 
electrification, beginning with the Am- aat\y q Hers eins 
sterdam-Rotterdam section. Because of SEA Lede Den Belo 
the greater suitability for traction pur- Schevenin ye ee Sthega 
poses of the d.c. motor compared with The fale . 
the single-phase a.c. motor at that time, 8 > *s 
the 1,500 volts d.c. system was to be [Hook of Hollandpn, S ¥ 
used. ay 

For economic reasons the Govern- casenieggo® as 
ment decided that in future the electric RO Len 958 ae 
energy would be supplied by the pro- Or, 
vincial and municipal supply companies. xy 


was closed. 
In 1927 the first dic. trains began Flushing 

running between Amsterdam and Rot- 7 

terdam, and Haarlem and Ijmuiden. Ses, Pred 

During the following years several lines |” a ll 

were opened for electric service, as B E L 

shown on the accompanying map. By wt Aes 

the second world war 15 per cent. of Sittard A %.<s, 

the total railway system (about 355 J paeren 

miles double-track) had been electrified: Maastricht? ’ 

roughly one-third of the total train < . 

miles was run electrically. Approxi- Map of the Netherlands Railways, showing development of electrification 


and the railway plant at Leidschendam CSS a "43 <> 
cY/, MX ‘ 
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Layout and overhead at Hengelo (Amersfoort-Oldenzaal electrification) 


ain lines in the southern and eastern 
provinces : 


Period Province Date 
| Limburg May, 1949 
it Brabant May, 1950 
il Twente a on May, 1951 
IV Groningen-Friesland .. May, 1952 


The project includes :— 
|. Limburg 
89 double-track miles 
line (231 mites single track). 
7 substations. 
14 track-sectioning cabins. 
The Limburg electrification is im- 
portant for coal transport from the 
mining district. 
11. Brabant 
57 double-track miles overhead 
line (144 miles single track). 
4 substations. 
9 track-sectioning cabins. 
The electrification in Brabant gives 
a direct connection between Limburg 
and the western part of the country. 
Reinforced concrete supports were 
used for the first time on open track 
here. 
Ill. Amersfoort - Hengelo - Enschede 
Oldenzaal 
81 doub'‘e-track miles overhead 
line (193 miles single track). 
10 substations. 
12 track sectioning cabins. 


overhead 


IV. Amersfoort - Zwolle - Meppel - 
Groningen / Leeuwarden 
148 double-track miles overhead 


line (341 miles single track). 
13 substations. 
21 track-sectioning cabins. 
Pre-stressed concrete supports are 
being used for the first time here. 
At present 559 track-miles (1,313 
single track) are electrified and 48 recti- 
fier substations installed. It is evident 
that large orders had to be placed at 
home and abroad for overhead line, 
substation and_ track-sectioning-cabin 
materials as well as for rolling stock, 
to complete this programme. 
In 1952, after completion of this pro- 
gramme, 807 route-miles out of 2,000 


track-miles wi.l be electrified, inclusive 
of the secondary lines Leiden-Woerden 
(1951) and Barneveld-Ede (1952), which 
total 33 route miles. Recently the 
management decided also to electrify 
the Arnhem-Zwolle line, 47 track-miles. 
This line is to be in operation by May, 
1953. 
Technical Details 

Normally the distance between two 
substations in the Netherlands is about 
12+ miles. To reduce the voltage drop 
in the overhead line and increase the 
reliability of service, two track-section- 
ing-cabins are instal'ed between each 
pair of substations. In all there are 64 
track-sectioning-cabins in service. 

From the beginning, substations and 


track-sectioning-cabins have been re- 
motely controlled from the nearest 
\ : 
\ 
x: co 


Ce ee 







signalbox. Operating instructions from 
the central control rooms to these boxes 
are given by telephone. There are now 
four of those control rooms—at Amster- 
dam, Rotterdam, Utrecht, and Eind- 
hoven. 

There are normally one or two recti- 
fiers of 1,200 kW/800 A. continuous 
rating with an overload capacity up to 
4,000 A. in each such substation. The 
dimensions of the buiidings are mainly 
determined by the number of feeders. 

Until now the rectifiers have been 
equipped with vacuum pump-installa- 
tions. In future, pumpless rectifiers will 
be used. In all 40 pumpless rectifiers of 
1.200 kW. continuous rating and an 
overload capacity up to 4,000 A. have 
been ordered. They will be supplied 
partly by The English Electric Co., Ltd., 
and partly by the General Electric Co., 
Ltd. The pumpless rectifier is not quite 
unknown to the Netherlands Railways; 
some of this type are already in service 
with good results in mobile rectifiers 
supplied by the G.E.C. Besides pump- 
less rectifiers, in future remote control 
and remote indication of substations 
and track-section-cabins will be intro- 
duced on a large scale. 

The control and indication apparatus 
for 23 substations and 33 track-section- 
ing cabins on the Amersfoort-Hengelo- 
Enschede/Oldenzaal and Amersfoort- 
Zwolle - Meppel - Groningen/Leeu- 
warden lines will be supplied by the 
Standard Electric Company, Antwerp. 
Remote control will be from a central 
control room at Zwolle. 

The introduction of outdoor rectifier- 
transformers, 10 kV. minimum oil 
metalclad switchgear. pumpless_recti- 
fiers as well as remote contro! and indi- 
cation results in an important saving 
on the invested capital. 

(Continued on page 334) 
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Pre-stressed concrete overhead support (Amersfoort-Oldenzaal electrification) 
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Switchgear in track sectioning cabin 
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Programme of the Netherlands Railways 





Interior of substation 
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View of yard, showing steel supports for overhead line 
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New Bo:Bo Locomotives for Belgian National Railways 


Designed to establish a prototype for mixed-traffic duties 
with a higher maximum speed than their predecessors 


addition to the Bo + Bo 2,200 
h.p. mixed traffic locomotives de- 
s ibed in our January 27, 1950, issue, 
the Belgian National Railways ordered 


three machines with a similar wheel 

angement but capable of higher 
acceleration and maximum speed. All 
o! this later series are now in traffic. 


Aoart from the higher one-hour rating 
o| 2,800 h.p. and the top speed of 80 
m.p.h., the new locomotives differ from 
the more numerous mixed-traffic class 
in having fully spring-borne motors with 
flexible drive, and multi-notch camshaft 
trol with automatic acceleration. The 
surpose of these and other special 
eatures of the design is to establish a 
yrototype suitable for higher speeds 
han have been scheduled so far on the 
vewly electrified Belgian main _ lines, 
with the rapid acceleration necessary to 
achieve fast overall timings on routes 
where stops are relatively close to- 
gether. The electrical equipment has 
been made by Brown Boveri, of Baden, 
Switzerland, and the mechanical parts by 
Forges, Usines et Fonderies of Haine- 
St-Pierre, Belgium. 

Each traction motor in the new loco- 
motives is rated at 605 h.p. (continuous) 
or 715 hp. (one-hour) and weighs 
11,696 Ib. Two motors are mounted on 
the frames of each bogie and drive the 
adjacent axles through a Brown-Boveri 
dise type transmission (illustrated schem- 
atically in our December 31, 1948, 
issue), Pairs of motors are connected 
permanently in series so as to operate 
at 1,500V. each, but they are insulated 
for the full line pressure of 3,000V. d.c. 
Some dimensions and other details of 
the locomotive are given below :— 


I 
I 
I 
t 
I 


Length over buffers 53 fc. 6 in. 
Bogie wheelbase — I} fc. 10 in. 
Distance between bogie pivots 26 ft. 3 in. 
Bogie wheel dia. . 4 fc. Sin. 
Weight in working order 8! tons 5 cwt. 
Horse-power (one-hr.) 2,800 h.p. 
. (continuous) 2,340 h.p. 

Maximum T.E. at starting 50,700 Ib. 

Advantage has been taken of the 
vibrational damping afforded by the 


flexible disc drive to use motors of light 
construction, the weight per h.p. being 
17 Ib. at the l-hr. and 24 Ib. at the con- 
tinuous rating. 


Control System 


This locomotive provides another ex- 
ample of the still somewhat rare applica- 
tion of automatic acceleration to a 
powerful unit with a multi-notch control 
system. A recent French Co Co 
design with these features was described 
in our August 11, 1950, issue. In both 
locomotives the notching is controlled 
by electric camshaft and two motor 
combinations are used, the groupings 
in the Belgian machine being four 
motors in series or two series pairs in 


parallel. The large number of notches 
provided by the control system of the 
Belgian locomotive—29 in series and 27 
in parallel—is intended to permit a finely 
graded increase of tractive effort at 
starting so as to avoid wheel slip, the 
total adhesive weight being 81.3 tons. 
The automatic control system is 
rapid in action, operating at 8 to 10 
notches per second if necessary. Several 
alternative values of accelerating current 
can be selected. The driver can also 
notch up step by step under manual con- 
trol if desired. 
Transition is effected 


by the bridge 


Belgian National Railways Bo 





provided for the reverse and motor cut- 
out control, and for selecting the weak- 
field steps. All the auxiliaries are driven 
by 3,000V. motors. 

The bogies and method of body 
mounting were designed by the Swiss 
Locomotive & Machine Works, and 
adapted for this particular type of loco- 
motive by Forges, Usines et Fonderies. 
In each bogie the bolster rests on two 
laminated springs suspended below the 
bogie frame. The tractive effort is trans- 
mitted to the body through the central 
pivot, but transverse forces are cush- 
ioned by the bolster suspension springs 


121004 


Bo mixed-traffic locomotive with 


automatic camshaft control 


method, and the four weak-field steps 
which may be used in each grouping 
permit a maximum reduction to 30 per 
cent. of the normal value. This ex- 
tended field-shunting, with its attendant 
well-spaced tractive effort/speed char- 
acteristics, is one of the features 
specially called for in the design of the 
locomotive, and is facilitated by the 
compensating windings of the traction 
motors. fhe four  reversers each 
provide a neutral position which cuts the 
associated traction motor out of circuit. 
With one or two motors cut out in this 
way, the locomotive is capable of opera- 
tion at limited power on the series 
notches only. The reversers can be 
worked pneumatically in the event of a 
control current failure. 

Handwheel type controllers that com- 
bine notching and transition are fitted in 
the driving cabs. Separate handles are 


and do not reach the pivot or the body 
because of the side play allowed the 
pivot mounting in the bolster. A trans- 
verse spring linkage of the S.L.M. 
pattern between the bogies reduces the 
guiding forces exerted on the flanges of 
the leading wheels. The axleboxes are 
fitted with S.K.F. roller bearings. 

Direct-acting and automatic Westing- 
house equipment is provided for the 
locomotive and train braking respec- 
tively, and the bogie brake rigging is 
fitted with S.A.B. automatic adjusters. 
A hand brake in each cab acts on the 
wheels of the adjacent bogie. 

So far the three locomotives have run 
more than 155,000 miles, giving highly 
satisfactory results in goods and pas- 
senger service. Their riding qualities 
are good and they are reported to be free 
from hunting or vibration over the 
range of speeds. 
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Modern Station Buildings in New Zealand 
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Wellington Station, opened in 1937, which also houses the head offices of the New Zealand Railways 


Se ee. eA 








The main station at Auckland, completed in 1930 and containing seven platforms 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. Alistair Fraser, Vice-President, 
iffic, Canadian National Railways, has 
ired and has been succeeded by Mr. John 
len, General Freight Traffic Manager. 


Mr. V. A. M. Robtertson, C.B.E., M.C.., 
1.C.E., M.I.Mech.E., M.1.E.E., M.Inst.T., 
Chief Civil Engineer, Southern Region, 
British Railways, who, as recorded in our 


1940, Engineer-in-Chief, which position he 
resigned, as from November 30, 1943, to 
join the Southern Railway and ultimately 
to take up the appointment of«Chief Civil 
Engineer of that Railway on February 1, 
1944. Mr. Robertson was President of the 
Institution of Civil Engineers for 1949-50, 
the first Railway Engineer to occupy that 
position since 1930, and was President of the 
Permanent Way Institution for four years, 
including 1944, its Diamond Jubilee Year: 


Mr. H. M. Turner has been elected to the 
board of the Canadian Pacific Railway 
Company. 


Mr. F. E. Campion, M.I.C.E., Assistant 
Civil Engineer, Southern Region, who, as 
recorded in our January 12 issue, has been 
appointed Civil Engineer, Southern Region, 
as from March 31, was educated at Seafield 
School, Bexhill, and Uppingham. He 
began his career in 1912 with the Great 





Mr. V. A. M. Robertson 


Chief Civil Engineer, Southern Region, 
who is retiring on March 31 


January 12 issue, is retiring on March 31, 
was born in 1890. He was educated at 
Dover College and the Crystal Palace 
School of Practical Engineering, and was 
articled for three years from 1909 to a con- 
sulting engineer to the L.N.W.R. In 1912 
he became an Assistant to the New Works 
Engineer, S.E.C.R. He joined the 14th 
London Regiment (London Scottish) in 
1914, and a year later was gazetted to the 
Royal Engineers. After continuous service 
in France from the end of 1915 until May, 
1919, he was demobilised with the rank of 
Major, having won the MC. and Bar for 
carrying out bridgework under fire. In 
1919 he rejoined the S.E.C.R., but in 
October of that year entered the service 
of the G.E.R., with which and the L.N.E.R. 
he remained until 1928, when he had held 
the position of Divisional Engineer (South- 
ern Division) from 1922. He then became 
Civil Engineer to the Underground Rail- 
ways, and retained that position on the 
formation of the L.P.T.B. In 1938 he was 
appointed Chief Engineer (Civil), and in 


he is a Vice-President of the Institute of 
Transport. He is a Member of the Ameri- 
can Railway Engineering Association, an 
Honorary Fellow of the Society of Engin- 
eers, and was for three years a Member 
of Council of the British Welding Research 
Association. Mr. Robertson served on a 
number of Government committees during 
the second World war. He was made a 
C.B.E. (Civil) in the King’s Birthday 
Honours, 1943, and holds the rank of 
Colonel in the Engineer & Railway Staff 
Corps, R.E. (T.A.). Mr. Robertson will, on 
retirement, have completed nearly 40 years 
of railway service as a Civil Engineer, of 
which 30 years have been spent as a Dis- 
trict or Departmental Officer. 


Mr. J. H. Brebner, Chief Public Relations 
& Publicity Officer of the British Transport 
Commission, has been invited to visit Oslo 
and Bergen as the guest of the Norwegian 
Government. He will leave for Norway on 
March 31 and during his visit will meet im- 
portant industrial and official personalities. 


Mr. F. E. Campion 


Appointed Civil Engineer, Southern Region, 
British Railways, as from March 31 


Northern Railway (Ireland) as a_ pupil 
under his father the late Mr. F. A. Cam- 
pion, M.L.C.E., who was Chief Engineer 
and later under Mr. C. J. Brown, then Chief 
Engineer, G.N.R., England. During 1914- 
15 he held a commission in the Royal Engi- 
neers (Special Reserve). Mr. Campion was 
appointed as an Assistant on the G.N.R.(I.) 
in 1916, and four years later joined the 
L.B.S.C.R. as Resident Engineer on the 
Oxted tunnel repairs. In 1921 he was trans- 
ferred to East Croydon as Assistant Dis- 
trict Engineer. After the amalgamation he 
became Assistant Divisional Engineer, 
London East, Southern Railway, in 1923, 
and was transferred to Head Office four 
years later. From 1930 to 1933 Mr. Cam- 
pion was Assistant for Special Works, and 
from 1933 to 1935 was Assistant to the 
Chief Engineer. In 1935 he was appointed 
Divisional Engineer, London East, and, in 
1940, Divisional Engineer, London West. 
He became Maintenance Engineer in 1946 
and on nationalisation he was appointed 
Assistant Civil Engineer, Southern Region. 
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Mr. F. P. Heard 


Appointed Assistant Chiet Mechanical Engineer 
New South Wales Government Railways 


Mr. F. P. Heard, Area Locomotive & 
Rolling Stock Workshops Manager, Chul 
lora, New South Wales Government Rail 
ways. who, as recorded in our February 2 
issue, has been appointed Assistant Chief 
Mechanical Engineer, began his railway 
career aS an apprentice fitter in 1917 and 
had risen to the position of first-class 
draughtsman, when he was seconded to 
the Aircraft Construction Committee in 
August. 1939. Subsequently. during the 
war years. he was engaged in aircraft pro 
duction for the Commonwealth Govern- 
ment. Mr. Heard returned to the Depart- 
ment of Railways in 1946 and was ap- 
pointed Area Workshons Manager of the 
Locomotive & Rolling Stock Workshops 
at Chullora. 


Mr. Peter Baxter has resigned from the 


board of Colvilles Limited and certain 
associated companies, 
Mr. A. A. H. Gado and Mr. A H. M 


Hodeit, Traffic Engineers of the Egyptian 
State Railways, who are on a visit to British 
Railways, are at present with the Cheshire 
Lines, London Midland Region. They will 
be in Great Britain for seven months and 
will spend most of their time in the London 
Midland Region. 


SCOTTISH REGION APPOINTMENTS 

The Scottish Region has announced the 
following appointments: 

Mr. J. W. Irving. Area Assistant. Signal 
& Telecommunications Department, Glas 
gow (Queen Street), to be Assistant 
(General), Signal & Telecommunications 
Engineer's Office, Glasgow. 

Mr. R. A. Cox, Telegraph 
Barking, to be Area Assistant. 
Telecommunications Engineer's 
ment, Glasgow (Queen Street). 

Mr. W. C. Robertson, Motive Power 
Superintendent's Office. Scottish Region, 
Glasgow, to be Assistant to District Operat 
ing Superintendent, Glasgow 


Inspector, 
Signal & 
Depart 


Mr. Elliott A. Evans. Chief Chemist of 
C. C. Wakefield & Co. Ltd.. has retired, and 
the following appointments have been 
made: Mr. G. H. Thornley. as Group 
Technical Manager. Mr. P. W. L. Gossling 
as Group Laboratory Manager, Mr. J. S 


Vr. H. J. Jenkins 
Appointed Assistant Solicitor, New South 
ales Government Railways 
Elliott as Group Research Chemist. and 
Mi N. E. fF. Hitchcock as Group 
Development Chemist. 
British Railways, Eastern Region, has 


announced that Mr. C. N. Morris, District 
Motive Power Superintendent. Norwich, 
has been appointed District Motive Powe 


Superintendent. Cambridge, in succession to 


Mr. A. H. Rees 

Mr. H. J. Jenkins. Senior Legal Officer. 
New South Wales Government Railways, 
who, us recorded in our February issue, 


has been appointed Assistant Solicitor. 
began his service in the Department of 
Railways as a Legal Officer in June, 1936. 
and was admitted as solicitor of the 
Supreme Court of New South Wales in the 
following month. From December. 1941 
to December, 1945, when he resumed duty 


with the Department of Railways, Mr. 
Jenkins served with the Australian In- 
fantry Forces. He was appointed Sentor 
Legal Officer in July, 1949 

Mr Joseph W S Davis has been 
appointed Assistant to the Vice-President. 
Eastern Regional Sales. American Loco- 
motive Company 

Mr. R. S. Brian, Manager of the Track 
work Department of Edgar Allen & Co. 
Ltd.. is retiring on March 31. and will be 


succeeded by Mr. D. P. Cart 


The late Mr. | Chandler, a 
former Managing Director of the Metro- 
politan Carriage & Wagon Finance Com- 


incoln 


pany, left £88.24? 

Mr. Eric Bellingham, lately Administra- 
tive Officer to the Hemel Hempstead 
Development Corporation, has been ap- 
pointed Director General of the Coal 
Utilisation Joint Council 

A. ©. Wickman Limited — recently 
announced that Mr. George Kelway has 


been appointed Area Manager in Birming- 
ham, in succession to Mr, C. R. Perks. 
who is leaving England shortly to establish 


and manage a new branch factory of 
the company at Mentone, Melbourne. 
Australia, 


Mr. Sidney Hancock 


Motive 
London 


Appointed District 
Blackpool 


Power Superintender 
Midland Region 


Mr. Sidney Hancock. Assistant Mot 
Power Superintendent, Wakefield, No 
Eastern Region, who. as recorded in « 
February 23 issue, has been appointed D 
trict Motive Power Superintendent, Blac 
pool, London Midland Region, began 
railway career as a premium apprent 
at Crewe Works in 1920. He occupi 
positions in motive power depots at Stu 
ford in 1929. Hellifield in 1931, and Crew 
(North) in 1934. Mr. Hancock went 
Sheffield in 1940 as Assistant District Loc 
motive Superintendent, and after five yea 


there. was transferred to Wakefield in 
similar capacity. He became = Assista 
District Motive Power Superintende: 


Wakefield, in 1948. 

Lord Crook will succeed Lord Amm« 
as Chairman of the National Dock Labo 
Board with effect from April | for tl 
period ending December 31, 1952. Unt 
recently Lord Crook had been Genet 
Secretary of the Ministry of Labour St 
Association. 


Dr. dy F. 
International Nickel Co. of 
has been elected Chairman of the board 
he will continue as President. 
Merica. Executive Vice-President and 
Director. has been elected a member o 
both the Executive Committee an 
Advisory Committee of the company. 


Canada Ltd 


MINISTRY OF SUPPLY 

The Minister of Supply announced th 
following appointments in the House o 
Commons recently: 

Mr. S. W. Rawson, Managing Directo: 
John Brown Limited, to be Director Genet 
of Machine Tools. 

Mr. W. C. Puckey, Director & Genera 
Works Manager. Hoover Limited, to b 
Deputy Controller of Supplies (Aircraft 
Production. 


Mr. A. G. E. Briggs, Assistant Managins 


Director, Tube Investments Limited, to b 
Deputy Controller of Supplies (Munitions 
Production. 

Mr. E. W. Senior, Commercial Directo 
of the Iron & Steel Federation, and Chai 


man, George Senior & Sons Limited, to bi 


Chairman, Steel 


Panel. 


(Rearmament) Advisor 


Thompson, President of the 


by. P. D 
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British T tC issi isti i 
i ransport Commission Statistics (Period No. 1) 
Summary of the principal statistics for the four-week period ending January 28 
STAFF 
BTC British Road | 
F.G. Road Passenger Dock Railw Cc r- 
British London g Hotels & Sh & Inland OCKs, alway ommer 
Head Services | (Provincial shies aoe Harb Clear | Adver- | Legal | Films | Total 
Office Railways | Transport (Road Catering Marine Waterways ‘Waaces ecan” cee 8a = — 
Haulage) | Scottish) 
| 
iber ... 241 603,650 98,123 75,899 59,364 17,471 6,151 4,956 18,848 662 20? 280 39 885,884 
or dec. ! 1,753 26 228 122 102 8 42 88 2 ! | ! 1,693 
LONDON TRANSPORT 
BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS 
_ | Inc. or dec Inc. or dec 
Passenger per cent Car per cent 
Four weeks (Period No. |) journeys over 1950 miles over 1950 
1951 1950 000 000 
Railways 47,295 6:1 17,783 1-5 
Buses & coaches 202,665 0-6 24,468 +2-8 
£000 £000 Trams & trolleybuses 74,192 15-5 7,765 9-6 
tish Railways 
Passengers ... , ; 5,633 6,052 Total 324,152 5:2 50,016 0-9 
Parcels, etc., by passenger train 2,247 2,052 
Merchandise , ‘ 6,749 6,131 
Minerals P 2,578 2,369 INLAND WATERWAYS 
Coal & coke 6,329 5,424 Tonnage of traffic and ton miles 
Livestock 62 96 - 
23,598 22,124 Inc. or dec. Ton Inc. or dec. 
Tonnage per cent. miles per cent 
British Railways ever 1950 over 1950 
C. & D. & other road services 732 670 
hips and Vessels 558 529 000 000 
don T Coal, coke, patent fuel & peat 369 7-4 4,74l 1-6 
— ransport Liquids in bulk : 139 2:3 3,003 5:7 
allways tee 1,192 1,123 General merchandise 268 19 3,850 12-1 
Buses & coaches... 2,274 2,242 
Trams & trolleybuses 740 800 Total 776 4-7 11,594 5:2 
4,206 4,165 
BRITISH RAILWAYS 
tish Road Services Rolli Positi 
Freight charges, etc 5,104 4,279 olling Stock Position 
Road Passenger Transport 2,586 2,463 O Number Available Serviceable 
Parana under operating stock 
cks, Harbours & Wharves 819 825 stock repair stock in 1950 
and Waterways 114 116 
cel . Locomotives 19,663 3,394 15,581 15,757 
tels & Catering 1,013 1,010 Coaching vehicles 58,157 5,560 52,597 51,099 
Freight wagons... 1,106,251 72,623 1,033,628 1,024,835 
BRITISH RAILWAYS 
Passenger Journeys (Month of December, 1950) 
F c Inc. or d2c. 
ull Monthly Excursions, Other VWisekwien season Total er cent 
fares returns cheap days, etc. descriptions tickets p tot 1950 
6,137,000 11,236,000 18,075,000 3,719,000 17,426,000 17,877,000 74,470,000 2:5 
BRITISH RAILWAYS 
Freight Tonnage Originating and Estimated Ton-Miles (Period No. |!) 
Inc. or dec, 
Minerals Merchandise Coal & coke Livestock Total per cent. 
| over 1950 
\ 
a 000 000 000 000 099 
Tons originating 4,617 4,039 12,693 38 21,387 35 
Ton-miles 386,197 527,190" 796,473 1,709,860 
* Includes livestock 
BRITISH RAILWAYS (Period No. |!) 
Locomotive coal consumpzion 
Total steam Total electric Total Freight train- Net ton-miles 
coaching coaching freight miles per train per total 
train-miles train-miles train-miles engine-hour engine-hour Lb. per 
Total tons . 
engine-mile 
i951 13,956,000 3,724,000 10,673,000 7:8 557 1,084,000 65-8 
1950 14,184,000 3,711,000 10,919,000 8-1 558 1,083,000 64-¢ 
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The Student of Transport Commerce 


Practical application of study in the commercial 


field of transport outlined by 


Mr. David Blee, Member of the Rail- 
way Executive, presented a paper entitled 
‘The Commercial Field for the Student of 
Transport ” to the Railway Students’ Asso- 
ciation, London School of Economics & 
Political Science, on March 14. The chair 
was taken by the President of the Asso- 
ciation, Mr. John Elliot, Chairman of the 
Railway Executive. 

Mr. Blee began by defining the expres 
sion “commercial field.” He thought that 
although the commercial field primarily 
implied the selling of transport. it meant 
much more than that. It invoked a study 
of the several forms of transport, con- 
sideration of the encouragement of the 
independent development of some part of 
transport, and a study of the co-ordination 
of the several parts of transport. To study 
the correct relationship of the different 
parts of transport in an’ integrated service. 
one had to conjure up in the mind’s eye a 
clear outline map of the country, and look 
at the transport picture on it. That was 
the first nart of the commercial field which 
the student of transport must grasp. 


Movement of Materials 

The commercial field, again, implied a 
study of the industries of the country; thei: 
locations and relation to transport. Refer- 
ring to the country’s three basic indus- 
tries, Mr. Blee said that 78 per cent. of the 
production of some 210 million tons of 
deep-mined coal a year was railborne. The 
movement of raw materials for the heavy 
steel industry also is counted in terms of 
millions of tons. Where these raw 
materials come from, where the semi- 
finished products go. and the internal and 
export movements of the infinite variety 
of finished products. is another part of 
the study of the commercial field. Thirdly, 
there was agriculture. and the trades bear- 
ing on and associated with it, with its 
changing seasonal needs. 

These were but a few of the numerous 
industries within their several locations and 


with their diverse transport needs. Only 
the knowledgeable transport man could 
hope to ensure a full and proper share 


of all this movement by the 
which he is interested, or by the right 
means (not always synonymous). Thus he 
must be able to convince his customers of 
his ability to show them how he can help 
expand their business. 

Thinking, instead of freight. 
people, wherever large 
a major causative factor has been trans- 
port. All of these people are constantly 
requiring) to go somewhere. This of itself 
represents a tremendous and fruitful com- 
mercial field. While transport of itself 
creates no trade, the commercial field in 
passenger transport is full of oppor- 
tunity for creating passenger travel. The 
thoughtful student of transport will dis- 
cover at each season of the year where 
the people are with the money to spend on 
travel. if only an attractive occasion can 
be created for them, The commercial field 
embraces a study of the sociological habits 
of the people, and, indeed, may in part 
create some of those habits. 

The transport aspect of the commercial 
field again has many facets. Vast as the 
number of railway passenger journeys are 
bus and coach journeys are even greater. 
quite anart from the medium- and longer- 
distance coaches, contract carriages, priv- 
ately-owned cars. and evidence of growth of 


means 1n 


in terms of 
populations exist 


Mr. David Blee 


internal air travel in this country. It is in 
this still highly competitive market that 
the transport provider has to make his 
way, and the student of transport must 
obtain as clear and precise a grasp of these 
several factors as possible. 

The student of transport must, whether it 
be in the freight or passenger sections of 
the commercial field, study not only his 
own business, but the customer's need (not 


what he wants—he often has to be edu- 
cated into what he really needs). The 
representative customer really needs a 


system of transport which will never arrest 
his production, and never make _ the 
marketing of his product too costly, even 
in the distant field. 

Commenting on the factor of price in 
the commercial field of transport. Mr. Blee 
said that it was, of itself. a vast commer- 
cial field for the student of transport. And 
again, the problem was quite different in 
the case of passenger traffic, as compared 
with freight. On the passenger side, this 
much can be said: in the modern economic 
language, we are asked to describe the 
money left in our pockets after we have 
met the essentials of life as our “mar 
ginal consumer expenditure.” This is the 
money the prudent man or woman has left 
for wines or beers, for theatres. for 
cinemas, and for travel. If wages and 
salaries should lag behind rising costs of 
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consumer goods, marginal consumer ex- 
penditures diminish. There is, in short 
ceiling to the total amonnt of movey 
which can be extracted from peop e’s 
pockets for travel. The transport prov: Je! 
must make his wares look more attrac'ive 
than the others. The price, speed, ond 
comfort of the transport service, the cour- 
tesy surrounding it, and the salesmans ip 
and publicity of it, all affect the forn of 
transport which the customer will pre 
That is another challenging thought, i 
another pointer to a facet of study in the 
commercial field of transport. 

On the price of freight transport, there 
are the old-established services—the canals 
and the railways—basing their price struc 
tures upon intrinsic values of commedi- 
ties; with the newer forms of transpor 
and in particular road—basing their prices 
upon the cost of the operation. The new 
common indices in the freight. price str 
ture, determined as a policy, will shorily 
be announced. In both of these instances, 
the commercial field dovetails into other, 
and (as some people would have it) more 
profound studies—the fields of law, of the 

costing accountant, and of finance. 

Mr. Blee continued by stressing the im- 
portance of knowledge of the charging 
provisions of the many Railways Acts. of 
costs of providing the service, and the 
problems of business forecasting. There 
was great scope, too. in joint studies with 
engineering departments for improved 


handling efficiency. He concluded by 
referring to what he considered the 
greatest factor—the human approac 


both among customers and colleagues 


British Railways’ Part in National Effort 


Mr. John Elliot deplores pessimism 


Mr. John Elliot, Chairman of the Rail- 
way Executive, speaking after the pre-view 
of the new British Railways standard pas- 
senger coaches at Marylebone Station on 
March 14, said that he wished that people 
would cheer up a bit about British Rail- 
ways. He was not in the least pessimistic 
as to the future, and he considered that 
staff of all grades was doing one of the 
best jobs in England. In the rearmament 
and export drive the railways were lifting 
the bulk of raw materials going into fac- 
tories and the bulk of finished products 
coming out of them. If the railways stop- 
ped running, people would soon know it. 

To illustrate the effort which the British 


Railways were making, he gave some 
figures of the traffic carried during 1950. 
Merchandise had amounted to 54 million 
tons, minerals to 60.2 million tons and 
coal to 167.1 million tons, a total of 281.3 
million tons. The tonnage of freight 
handled last year had been greater than it 
was in 1938, and ton-miles, which was the 


measure of the work performed, had been 
greater than in any year between the two 
wars. At the same time, the railways had 
to cope with 982 millions of passenger 
journeys. 

There was a good deal of talk about the 
railways running at a loss. Passenger re- 
ceipts last year had amounted to £137.3 
millions and 


freight revenue was £208.3 
millions, a total of £345.6 millions or rough- 
ly £1 million a day. Last year their trad- 


ing surplus had been £23 millions, but £31 
millions was required to pay interest on 
capital. It was this deficiency which was 


often confused with a loss. To say that 
railways were losing money through 


nationalisation was rot. 


The position which faced the railways 
was not much different from that which 
had often arisen in the case of large com 
panies. The fact that the railways could 
not meet all their interest charges did not 
mean that they were “ broke.” Under 
private enterprise, if there was no profit, 
there was no dividend, 


Electrification Programme’ of the 
‘Netherlands Railways 
(Concluded from page 327) 


A rolling stock programme has been 
drawn up, which as regards the stream 
line train sets, will be completed in 1952 
At the end of 1952 the following rolling 
stock will be in service :— 

10 |A-Bo-Al locomotives, 4,500 h.p. hour rating 

50 Bo-Bo locomotives, 2,650 h.p. hour rating 

25 Co-Co locomotives, 3,000 h.p. hour rating 

10 Co-Co locomotives, 3,800 h.p. hour rating 

99 two-car sets, 1,080 h.p. hour rating 

33 three-car sets, 1,080 h.p. hour rating 

90 four-car sets, 2,160 h.p. hour rating 

19 five-car sets, 2,160 h.p. hour rating 

110 motor coaches, (1924 rolling stock,) 900 h.p. ho 


rating 
107 trailer coaches, (1924 rolling stock) 

It is expected that the electrification 
of the lines in Limburg, Brabant, 
Twente, Groningen and Friesland as 
well as the introduction of electric trac- 
tion for goods trains will save as much 
as 300,000 tons of coal a year, based 
on a maximum speed of passenge! 
trains of 75 m.p.h. The increase in 
passenger traffic is estimated at about 
20 per cent. 
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Aspects of American Railway Practice 


Some impressions of a recent tour 
of the eastern lines of the U.S.A. 


At the meeting of the British Railways, 
\Western Region, London Lecture & Debat- 
« Society on March 1 Mr. S. G. Hearn, 
sistant Operating Superintendent, West- 
1 Region, lectured on his recent six- 
‘eks visit to the U.S.A. with a Technical 
fission of the Organisation for European 
conomic Co-Operation & Economic Co- 
peration Administration. Mr. Hearn, 
o was Chairman of the Operating Group, 
essed that the views given were his 
yn, and that no other member of the 
oup was necessarily committed to any 
tement made; until the official report of 
» mission was issued. it was not permis- 
vie for its members to make public 
itements which might be construed as 
ving received full approval. 
The total mileage which the mission 
ivelled by train was some 4,000. It 
ent no further west than Kansas City, 

the main railway features could be 
covered within the scope of the planned 
programme where the traffic was most ex- 
nsive, in the east. 

American railways represent a net in- 

stment (after depreciation) of some 23 
illion dollars supplied by private inves- 
rs, and employ more than one and a 
ird million workers. There are 690 
perating companies of which 131 are 
issified by the Interstate Commerce Com 
\ission as Class I Railroads. They have 


yout 95 per cent. of the mileage and 
nnual revenue of all railways. There are 
72 Class If and 183 Class III carriers. 


nd 237 “switching and terminal” com- 
inies, which provide special services for 
the main lines in certain areas and are 
often jointly owned by groups of main-line 
\ilways. 
The Association of American Railroads 
the central co-ordinating and research 
gency of the railway industry, dealing 


with matters of common concern in the 
whole field of railway operations, 
Operating Officers 
Most railway operating officers have 


progressed through the grades from junior 
positions on the outdoor staff. The Chief 
Executive Officer is known as the Presi- 
dent, and has usually served many years 
n the industry. Of the several Vice- 
Presidents. the Onverating Vice-President is 
usually the senior. He is also in charge 
of wagon distribution. locomotives, track, 
ind so on, including supervision of the 
work of the Chief Engineer. Reporting to 
the Vice-President on matters including 
operating is a General Manager, or 
frequently more than one, for certain 
sections. 

All railways do not have the same divi- 
sional organisation; usually the General 
Superintendent co-ordinates the work of 
various divisions. Divisional Superinten- 
dents are responsible for almost all work 
in their divisions; sometimes, the Divi 
sional Engineer and Master Mechanic re- 


ports to them. Motive power and en- 
ine sheds come under the Divisional 
Superintendent, except for strictly tech- 


nical matters. 

Commercial work is outside the respon- 
bility of the Operating Officers, consist- 
ng almost solely of rates, fares and other 
purely commercial matters. 

Marshalling yards usually extend over 

large area. necessitating considerable 
supervision by general yardmasters and 


several other yardmasters in the main 
yards. Special telecommunication facili 
ties, such as radio, talk-back and public 
address equipment, are essential. 
Reception sidings are usually liberal, and 


it seems to be unusual for trains to be 
blocked back through lack of reception 
accommodation. 

The long distances between _ traffic 


centres encourage the formation of trains 
of up to 150 empty or 125 loaded (four- 
axle) wagons up to 12,000 gross tons; some 
trains may be up to one mile long. The 
box cars can carry up to about 30 tons, 
with a tare weight of 20 tons. Hoppers 
with a tare of up to 25 tons will take 
about 80 tons of some traffics. The large 
wagons need considerable attention, par- 
ticularly when retarders are not provided. 
At wagon inspection pits near some humps 
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similar to that operated in other countries, 
but the standard rules are different to meet 
local conditions. Automatic block with 
continuous track circuiting operates over 
long lengths of main line. Automatic 
train control and/or cab signalling oper- 
ates on a comparatively small section of 
route mileage. 

In accordance with an Interstate Com- 
merce Commission order, automatic train 
control or cab signalling is necessary 
where passenger trains operate at 80 m.p.h. 
or over. 

Reversible working is permitted on many 
sections. If the line is signalled in one 
direction only, movements are permitted 
at restricted speed in the other direction by 
train order. This provides greater flexi- 
bility of working and is useful to cater for 
special flows. 


Centralised Traffic Control 


C.T.C. operates on approximately 
12,000 miles of track. The economies of 
this system are important and may be 
considered where increases in traffic war- 





Photo} 


|Santa Fe Railway 


O.E.E.C. Operating Group in the U.S.A. In foreground, kneeling, left to right, 


Mr. S. G. Hearn, Chairman of the Group ; 


Mr. E. E. Foulks, Superintendent of 


Transportation, Santa Fe Railway, avd Mr, L. E. Dale, Association of American 


Railroads. 


vehicles can be insnected for defects as 
they pass overhead, in time for them to 
be shunted when necessary to the cripple 
siding. 

Electro-pneumatic and all-electric re 
tarders are used extensively. They are 
sited to suit varying gradients, automatic 
couplings on freight vehickes. and the 
position of the handbrake operated by a 
wheel from the wagon roof. 


Train Control 
The train despatching system resembles 
the train and traffic control which is an 
important part of the operating organisa- 
tion of British Railways and in several 
Continental countries. Movements not 
provided for by the timetable are covered 
by train order issued by a train despatcher. 
Manual block on certain sections is 


In background, European and Turkish members 


is claimed 
schemes have 
tracks, provide in- 
and reduce operating 


rant additional facilities. It 
in America that C.T.C. 
avoided costly extra 
creased efficiency, 
staff. 

The distribution of wagons is Gne of the 
chief operations. The problems are accen- 
tuated by the existence of nearly 400 
separate Owning railways and nearly 760 
using companies. The turnround of wagons 
is 15-17 days: this is influenced by the long 
distances which are traversed, the practice 
of holding wagons to form the long, heavy 
trains, and the long loading and unloading 
free times. 7 

To cater for perishable traffic over long 
distances and because of the climatic condi- 
tions, refrigerator wagons are numerous. 
totalling some 130,000. Box cars are more 
used than in Europe: when loaded with 
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suitable buik traffic, such as grain, they 
are often unloaded by being tipped. Gon- 
dolas (open wagons) when loaded with ore 
and coal are handled similarly. 

Stations have every amenity for passeng- 


ers. Cloakroom arrangements include the 
now familiar coin-operated lockers for 
hand luggage. Platforms, however, are 


narrow and low with little room between 
the stanchions and the edge of the plat 
forms. 

Various types of accommodation 
provided for travellers by the American 
railways and their subsidiary, the Pullman 
Car Company. In Pullmans they range 
from simple sleeping berths to rooms 
accommodating one or more persons. In 
addition, many lines operate reserved-seat 
coach trains. 

The general standard of coach design 
and construction is high. Decorations, 
comfort in seating and sleeping, and many 
marked refinements have been included in 


are 


vigorous efforts to retain long-distance 
passengers in face of competition from 


private car, motorcoaches, and the air. 
Safety of the staff is assured by films, 
posters, pamphlets, and a rule book. The 
Federal Government, through the Inter- 
state Commerce Commission has far-reach- 
ing jurisdiction over the railways in matters 
of safety. This authority includes the 
hours of service of staff, the condition of 
locomotives and rolling stock, the handling 
of explosives and other dangerous articles 
of traffic, and the provision and condition 
of signal systems. The I.C.C. has power to 
require railways to install automatic sig- 
nals, train stops and similar devices, and 
inspect and test signal installations. 


London Transport Plans 
for Festival 


The facilities which London Transport 
will provide for visitors to the Festival of 
Britain were announced by Lord Latham, 
Chairman of the London Transport 
Executive, on March 15. 

Lord Latham said that the aim was to 
ook after both the ordinary traveller and 
the Festival crowds. There will be no 
reduction of normal services, and bus ser- 
vices near the Festival exhibitions will be 
improved. Eight new feeder bus services 
will run from key points to the Battersea 
Park gardens, the South Bank exhibition, 
and the architectural exhibition at Poplar. 

London Transport is ready to increase its 
railway services considerably during off- 
peak hours, when it is hoped most Festival 
visitors will travel. The present plan, 
which will be adjusted according to de 
mand, is to run 24 seven-car trains on the 
Bakerloo Line in off-peak hours, instead 
of 24 four-car trains as now. The Picca- 
dilly and Northern Line services will be in 
creased by four trains an hour during 
slack hours, and District and Central Line 
services will also be increased 

Considerable works are in hand at 
underground § stations. ranging from the 
rebuilding of Sloane Square Station and 
the construction of new escalators and 
exits at Charing Cross and Waterloo to the 
renovation of 31 other Central Area 
Stations. 

A special Festival travel map will detail 
services to all London Festival sites. The 
staff of the main London Transport infor- 


mation office at 55, Broadway, will be 
strengthened, and there will be a new 


travel information office at Charing Cross 
underground station. London Transport 
will be represented at the Festival Infor 
mation office in Piccadilly Circus Station 
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Round-London bus tours taking nearly 
two hours and costing 2s. 6d. will be 
offered. On them and on the special bus 
services will be issued an artistically- 
designed ticket, which visitors may wish to 
keep as a souvenir. For the duration of 
the Festival the bus fleet will be increased 
by about 150 vehicles, by replanning the 
programmes for the delivery of new buses 
and retaining older buses in service. Addi 
tional staff recruited this Spring will be 
employed permanently. 


Isle of Man Railway 
Company 

[he ordinary general meeting of the Isle 
of Man Railway Company was held in 
Douglas on March 7, Mr. R. Q. Hampton, 
Chairman, presiding, 

Mr. Hampton said that last year the un- 
favourable weather and the constant politi 
cal uncertainty both affected holidays. and 
so it Was not surprising that, with 75,000 
less visitors to the Island their receipts were 
considerably less. 

Despite efforts to extend the season a 
period of nine or ten weeks appeared to 
be the limit, and during these weeks they 
had to cope with peak demands. 

The enhanced cost of wages, fuel, and 
supplies for maintenance and repairs made 
Operation increasingly difficult and cut 
deeply into receipts, the basis of which was 
little changed from pre-war rates and fares. 
Since the war it had been their constant 
aim to restore former standards, and a great 
amount had been accomplished. Everything 
good management could do in present 
conditions had been done. 

The directors recognised that besides the 
season traffic an efficient railway service 
was vital to the security and welfare of 
the Island if a time of national emergency 
should again arise. 

The railway still carried an annual num- 
ber greater than pre-war days. [hey con- 
veyed 1.076.706 passengers last year. In 
1937 it was 775,499 and in 1938, 729,471, 
and yet the great increase in costs makes 
it difficult to improve their economic posi- 
tion. 

The railway gave a valuable backing to 
their subsidiary company, Isle of Man Road 
Services Limited. Without the working har- 
mony of the two companies both would be 
in wasteful and unremunerative competition. 
As far as could be seen this merged control 
would be necessary for some years at least. 

Since the war they had practically recon- 
structed their fleet of vehicles, adding 52 
mainly double-deckers. 

The revenue showed a decrease in receipts 
of £5,370 against which they had effected 
a decrease in expenditure of £3,012. Re- 
duced to essentials the main point was that 
by less running of unremunerative services 
they had a net decrease in receipts for the 
year of £2,358. 

The balance from revenue account was 
£10,144, plus interest on investments. 
£5.836. and the balance brought in from 
1949, £2,443, making a total of £18,423. 
They had charged against that sum the 
interest on debentures, £7,000, rent charges 
and interest, £303, and had transferred to 
renewal and rolling stock Suspense account 
£2.500. making in all £9,803, and then had 
available for distribution £8.619. 

They now proposed a dividend on the 
5 per cent, preference shares, taking £2.500; 
a dividend on the ordinary shares at the 
rate of 2} per cent., taking £3.500. being 
the same as last year in both cases, a total 
of £6,000, and carry forward to next year 
£2,619. 
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Sir Eustace Missenden 


The following farewell message was 
tributed to the March issue of British k 
ways Magazine by Sir Eustace Missend«.: 

After rather more than 50 years of rail\ay 
service the time has arrived for me 
linguish the Chairmanship of the Raily ay 
Executive which it has been my privilege io 
occupy for just over three years. 

Ihese last three years have been pretty hard 
going both for you and for me. We were 
a formidable task with rather short notice. | he 
task was to weld together the four great M 
Line Companies as required by the Trans 
Act of 1947. 

Let us look back for a moment. Toge 
we have surmounted many of the difficul ies 
that confronted us and I feel, as | am ¢ 
you do, that we may fairly claim to have |iid 
down a solid foundation. 

As you know, quite apart from progres 
standardisation in operating and technical 
matters, etc., there has been considerable 
velopment in staff consultauions and neg 
tion and welfare—this in spite of restrictions 
which we have had to endure. 

You will agree it has been a great and 
tensely interesting experience for all of 
1 regard this as Round lI. 

In leaving you to commence Round 2, n 
| thank you—every one of you—for the ] 
you have played, through many _necess. 
changes, in maintaining our fine railway tra 
tion. I am confident you will by faith in y 
calling go from strength to strength. 

I also know you will give my success 
Mr. John Elliot, his colleagues on the R: 
way Executive, and the outstanding and 
perienced officers who guide the destinies 
the Executive and the Regions, your loyal si 
port. 

Farewell—bless you all 
fortune attend your efforts. 


and may good 


Parliamentary Notes 
British Transport Commission Bill 


_ 


The House of Commons on March 7 gave 
a second reading to the British Transport 
Commission Bill, the object of which is to 
empower the B.T.C. to construct works and 
to acquire lands: to revive the powers and 
extend the time for the construction of cer- 
tain works: and to confer further powers 
on the Commission for other purposes 

Mr. J. A. Boyd-Carpenter (Kingston- 
upon-Thames—C.) criticised the bringing 
forward of the bill at a time when British 
Railways were in so extraordinary a 
financial position, which he went on to 
discuss, deprecating any rise in railway 
charges. One would expect, he added, that 
in such a situation that the Railway Execu- 
tive, instead of producing this bill to enable 
them carry on in their ordinary routine 
way, would have reviewed the whole of the 
railway system with a view to drastic 
economies. Regarding the closing of un 
remunerative branches, he asked what 
further action the Railway Executive was 
taking. He also advocated maintenance ol! 
strategically essential but commercially un 
profitable lines at the expense of the 
Minister of Defence. He criticised exces 
sive railway staffs, and questioned the 
present shorter working week. Whilst ad 
mitting that British Railways had had a 
raw deal from the National Coal Board 
in both the increased price and reduced 
supply of coal, he criticised the way in 
which train mileage cuts had been carried 
out: also B.T.C. extravagance in matters 
such as transport museums, and the lack 
of co-ordination with Government depar! 
ments in advertising, and.so on. 

This might be the last chance, said M: 
Boyd-Carpenter, for the British railways 
vital as they were for defence in war and 
transport in peace, they were now carry- 
ing a financial burden which they were not 
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ing to carry. The House should not 
ss the bill and give authority to the 


I.C. to carry on as at present. 

Mr. Geoffrey Bing (Hornchurch—Lab.) 
‘inted out that some of the works covered 
the bi'l were for tmproving transport In 
rth East London and on the Tilbury 
tion: regarding the latter he suggested 
ctrification of the Upminster-Romford 
ir. which would enable traffic to and 
m Southend via Pitsea to run over the 


eady electrified Liverpool Street line 
est of Romford 
Mr. Alfred Barnes (Minister of Trans- 


rt) said that every work proposal in the 
I] was designed to have some substantial 
sult in serving the travelling community 

industry, or in meeting the wishes of 
cal authorities. Referring to traffic em- 
rgoes. he said that these had had to be 
iced on the handling of certain traffic 
cently because in industrial negotiations, 
en tempers Were raised, it was common 
owledge that in certain centres the rail- 
iv staff went slow or on strike. Nationali- 
ition in the pooling of the rolling stock 


the main-line companies had enabled 
ie Railway Executive to remove those 
‘mbargoes. In the first three years of 


ationalisation there had been very few em- 
hargoes on freight traffic until recently, and 
he situation was being rapidly remedied 
He went on to outline what had been done 
© economise in railway staff and in other 
ways, including closing of branches. 

One of the proposals in the bill, said Mr. 


Barnes, was to carry out preparatory work 
for electrification of the Tilbury Section 
He could not give a timetable for that to 
ve carried through There were severe 


estrictions on capital expenditure, which 
compelled the Railway Executive to deter- 
mine priorities very carefully. The only 
other suburban electrification since the war 
was the Shenfield which, though 
the railway ran parallel to a trunk road, 
iad brought traffic back to the railway. He 
then gave some details of traffic increases 
yn this line. 

Sir Ralph Glyn (Abingdon—C.) said that 
practically the whole of the scheme tn 
Schedule 16 (mainly relating to the Tilbury 
line) was refused by the House ten years 
igo. Had the House been more forth 
coming then in helping the railways they 
would have been in a very different post 
tion now. 

The motion for the second reading was 


scheme, 


igreed to. 
Clyde Road Tunnel 


On the motion for the adjournment of 
the House of Commons on March 5, Mr 
John Rankin (Tradeston, Glasgow—Lab.) 
raised the question of the construction of 
the Whiteinch-Linthouse tunnel: he em- 
phasised its desirability from all aspects. 
ind urged the Minister of Transport to do 
everything possible to hasten Treasury 
approval for the project 

Mr. Alfred Barnes said that the sums 
allocated to the Road Fund did not pro- 
vide the amount necessary to carry out any 
constructional work, but he was prepared 
to give the Glasgow Corporation an under- 
taking that when the scheme was finally 
agreed he would consider it for a grant. 


U.S Raiway EaRNINGS.— According to the 
Association of American Railroads, esti- 
mated net earnings for the United States 
Railways in January were slightly more 
than four times net earnings in January 
last year. The reported estimated net for 
January, 1951, after interest and rentals, is 
$56.000.000 against $13,500,000 in the 
same month last year. 
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Questions in Parliament 


B.T.C, Annual Report 

Lord Malcolm Douglas-Hamilton (Inver- 
nessshire—-C.) on March 5 asked the 
Minister of Transport when it pro- 
posed to publish the B.T.C. report for 
1950. 

Mr. Alfred 
hopes that the 
early July. 

Lord sialcolm Douglas-Hamilton: Can 
we not break this bad habit of getting the 
report only when it is months out of date? 

Mr. Barnes: This represents 
able improvement on 


very formidable accounts 


Was 


The Commission 
will be available in 


Barnes: 
report 


a consider- 


last year; they are 


Transport District and Local Committees 
Mr. A. Edward Davies (North Stoke-on- 


Trent—Lab.): on February 26 asked the 
Minister of Transport whether, in addition 
to the Regional Consultative Committees 





which he had set up under the Transport 


Act, 1947. it was his intention to establish 
district or local committees 
Mr. Alred Barnes stated tn a_ written 


answel No 

the Act for the 
local committees in 
Committees 


here is no provision in 
setting up of district o1 


addition to the Atea 


Festival Train Services 


Mi W f Deedes (Ashford—C.) on 
March 12 asked the Lord President of the 
Council whether, in view of the coal 
economy cuts in train services, any fresh 


arrangements would be made between the 


Festival of Britain Committee and the 
Railway Executive regarding extra train 
service 

Mr. Herbert Morrison: It is not expected 
that shortage of coal will affect railway 
services after Easter and | have no doubt 
that the Railway Executive will be able 
to make adequate arrangements for dealing 
with Festival traffic 

Mr. Deedes: Can the Minister say from 
what dates these extra trains will run, 


bearing in mind that mid-June is far too 
late? Can he give an undertaking that 
the B.T.C. will not stop road transport 
from supplying an alternative service? 

Mr. Morrison: Those questions would be 
more appropriately put down to. the 
Minister of Transport 


Locomotives for Nigerian Railway 

Mr. E. H. Keeling (Twickenham—C.) 
on March | asked the Secretary of State 
for the Colonies how many new Vulcan 
locomotives had been received by the 
Nigerian Railway in the last three years: 
and how many of those were at present 
under repair, 

Mr. James Griffiths in a written answer 
stated: Twenty were received in the last 
three years. They recently had to be tem- 
porarily withdrawn from service for boiler 
repairs: four are now back in use, and 
six under repair, but expected to be ready 
for service again by the end of March: 
ten are awaiting examination and should 
be repaired by the end of May 


Crewe-Manchester Main Railway Line 

Lt.-Colonel W. H. Bromley-Davenport 
(Knutsford—C.) on March 5 asked the 
Minister of Transport what graints-in-aid 
had been made by his department during 
the past 10 years to restore damage to sur- 
face transport facilities between Manchester 
and Crewe as a result of subsidence of land 
in that region due to brine pumping. 

Mr. Alfred Barnes: I do not make grants 
specifically for this purpose. County 
councils receive each year grants from the 
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Road Fund towards the cost of maintaining 
their classified roads which would include 
any expenditure falling on the council as a 
result of subsidence. 

Lt.-Colonel Bromley-Davenport: Does 
not the Minister expect further very heavy 
subsidence in view of the collapse of the 
main railway line between Crewe and Man- 
chester? Who is to pay for all the damage? 

Mr. Barnes: If the railway is damaged. 
the B.T.C. will have to meet that cost: J 
shall not have to meet it out of the Road 
Fund 


Contracts & Tenders 


Che Sudan Railways have recently placed 
«a contract with the North Britsh Locomo- 
tive Co. Ltd., for 10 * 150” 4-8-2 
locomotives. o 


R. Y. Pickering & Co. Ltd.. has received 
un order from the Western Australian 
Government Railways for 50 “ RC” class 
wagon bodies and underframes. 180 “ VD ” 
class wagon bodies and underframes. and 
90 “TA” class w igon bodies and under- 
lrames, 


c lass 


The Durham Division of the National 
Coal Board has recently placed the follow- 
ing contracts: 


Charles Roberts & 


Co. Lid 600 steel 
hopper-bottom wagons, of 13/16 tons capa- 
city and with four bottom doors. 

Hurst, Nelson & Co. Lid.: 150 steel hopper- 
bottom wagons, of 21/22 tons capacity and 
with eight bottom doors 

An order for 24 bogie refrigerator 
wagons has recently been placed with 


Cravens Railway Carriage & Wagon Co 
Ltd.. by the Rhodesia Railways. 


In connection with the further electrifi- 
cation of the New South Wales Railways. 
now being undertaken on the Sydney to 
Lithgow section, Australian General Elec- 
tric Pty. Ltd. has received an order for 
fifteen 4,000-KW. rectifier units to be built 
by the British Thomson-Houston Co. Ltd 
The units have a higher kW. rating than 
iny other traction units so far supplied 
and the rectifier portion will be built up of 
iir-cooled pumopless — rectifier cubicles 
operating in parallel. When working heavy 
goods traffic down the severe grade into 
Sydney electric locomotives will regenerate 
to provide braking. To dissipate this re- 
generated power, resistances are to be pro- 
vided, and three resistances capable of 
absorbing 7.850 kW., and two others to 
absorb 3.450 kW., are to be supplied by 
the British Thomson-Houston Co. Ltd. 


The contract also includes the supply of 
66-KV. oil circuit-breakers and the auto- 
matic control gear for the rectifiers and 


loading resistance units. The whole con- 
tract is valued at approximately £500,000. 

The Board of Rela- 
Special 


Trade, Commercial 
tions & Exports Department, 
Register Information Service recently 
stated that the United Kingdom Trade 
Commissioner at Sydney has reported that 
the Sydney County Council, Queen Vic- 
toria Building, George Street, Sydney, has 
issued a call for tenders (No. 1542) for two 
diesel-electric industrial shunting locomo- 
tives. A copy of the specification is avail- 
able for inspection at the office of the 
agents of the Sydney County Council, 
Messrs. Preece, Cardew & Rider, 8-10, 
Queen Anne’s Gate, Westminster, London, 
S.W.1. The closing date for the receipt 
of tenders is April 12, 1951. 
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Notes and News 


Crown Agents for the Colonies.—An assis- 
tant engineer, civil. is required for the 
London office of the Crown Agents for the 
Colonies. See Official Notices on page 339. 


Vacancy for a Senior Executive Post on 
the Sudan Railways.—Applications are in- 
vited for a senior executive post on the 
Sudan Railways, with prospects of suc 
cession to the post of General Manager 
within two or three years. See Official 
Notices on page 339. 


Opening of Town Office for Railway 
Enquiries.—Closed during the war, the 
British Railways town office at 22, Charing 
Cross Road, London, W.C.2, was reopened 
on March 19. Tickets and seat reserva- 
tions and all information about travel on 
all Regions of British Railways are avail- 
able. 


Northern Ireland Link Fully Restored. 
The London Midland Region of British 
Railways announces that the vessels Duke 
of Argyll, Duke of Lancaster, and Duke 
of Rothesay, as from March 19, began 
a daily (Sunday excepted) service between 
Heysham and Belfast, instead of three 
nights a week. Boat trains from Euston, 
Manchester. and Leeds and connecting rail 
services are also running daily. 


Road Accidents in 1950.—Ministry of 
Transport returns show that during 1950, 
201,325 persons were killed or injured in 
166.592 road accidents in Great Britain, 
the highest total for any year since the 
war, and 14 per cent. more than in 1949. 
In 1950 the position was _ adversely 
affected by abolition of petrol rationing in 
May, and the increase in motor vehicles 
on the road. The total of 868 child deaths 
was the lowest for more than 27 years. 
Of total road accidents, 10 per cent. were 
attributed primarily to motor cyclists, 27 
per cent. to drivers of other vehicles, 16 per 
cent. to pedal cyclists. and 27 per cent. to 
pedestrians. 


Wagons Blown into Harbour.—During 
the gale on March 14 railway wagons 
were blown from a_ siding on_ the 


Admiralty Pier, Dover, into the water, and 
other wagons and some passenger coaches 
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overturned. A_ considerable 
track also was damaged. 


length of 


Unified Fares and Rates in Scandinavia.— 
In accordance with an agreement reached 
recently, the railways of Sweden, Norway, 
and Denmark are to standardise and unify 
goods rates and passenger fares. 


Scottish Region Station Closing.—White- 
inch Victoria Park Station, Scottish 
Region, will be closed on April 2. Alterna- 
tive railway facilities are available at 
Scotstoun (L.M.S.) Station, and frequent 
road services Operate in the area. Passenger 
train parcels and miscellaneous traffic will 
be dealt with at Scotstoun (L.M.S.) Station. 


British Iron & Steel Research Association. 

The British Iron & Steel Research 
Association has announced that Dr. U. R. 
Evans, of the Department of Metallurgy, 
Cambridge University, will give a public 
lecture on “Fundamental Studies of 
Corrosion and their Importance to the 
Engineer ” on Wednesday, March 28, at 
the Institution of Civil Engineers, London, 
it 5.30 pm. Mr. T. M. Herbert, Director 
of Research, Railway Executive, will be in 
the chair. 


Restoration of Passenger Services after 
Easter—The ordinary passenger and ex- 
cursion trains cancelled by British Rail- 
ways in January and February as a coal 
economy imeasure will be restored after the 
Easter holidays. For the Easter period, 
March 19-28 arrangements have already 
been made for these services to run, as 
announced in recent issues of this journal. 
The only services not to be restored will 
be the poorly patronised trains which were 
already under consideration for  with- 
drawal when the cuts were made. 


Census of Production for 1948: Railway 
Carriages and Wagons.—The Board of 
Trade has issued the 1948 Census of Pro- 
duction Preliminary Report No. 137 on the 
railway carriages and wagons and trams 
trade. The tables included are divided 
into railway-owned and other establish 
ments. The 1948 figures are compared 
with those for 1935, when activities of all 
railway establishments engaged on produc- 
tive work were included in one report. 
The value of production of railway-owned 





Overturned passenger coaches on Admiralty Pier, Dover (see paragraph above) 
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works was £42,799,000 in 1948 as co 
pared with £15,700,000 in 1935; those e: 
ployed averaged 54,548 in 1948 as against 
54,500 in 1935. The gross output of other 
establishments in 1935 was £8,660,000, and 
in 1948. £39,178,000; the total avera.e 
numbers employed were 21,076 and 34,309 
respectively. 


Strike of French Railwaymen.—Pai:s 
Metro and bus workers have been on strike 
since March 16 for increased pay. On 
March 19 they were joined by railwaymea 
on western suburban lines of the S.N.C.1 


and there is a threat of the stoppa; 
extending to main line services. Paris gas 


and electricity workers have come out 
sympathy. 


New Signalling at s’Hertogenbosc:: 
Station.—We regret that through a mi 


understanding an error occurred near tt 
end of our article on the new electric: 
signalling at  s’Hertogenbosch  Statio 

which appeared in our issue of March 

last. We learn from Mr. J. H. Verstege: 
Chief Signal Engineer, Netherlands Rai 
ways, that the two groups of relays at th 
ends of the installation are only relativel; 
small, the main body, numbering abou 
2,000, being contained in a relay room nea 
ihe signalbox itself. 


Derailment Near Doncaster.—On Friday, 
March 16, the 10.6 a.m. express passenge 
train from Doncaster to Kings Cross be 
came derailed at moderate speed about 
500 yd. from Doncaster Station. Eastern 
Region. The engine and first two coaches 
remained on the rails, but the third coact 
was forced broadside against the pier o! 
an overbridge and was demolished; the 
following seven coaches were also de 
railed. There were 14 passengers killed 
and 23 injured, of whom 12 were detained 
in hospital. The Ministry of Transport in 
quiry was opened at Doncaster on March 
21, by Lt.-Colonel G. R. S. Wilson, Chiet 
Inspecting Officer of Railways. 


Transport Arbitration Tribunal—A sit 
ting of the Transport Arbitration Tribuna 
was held on March 21 for the purpose of 
hearing an intelocutory application in the 
case of Holland Bros. against the Road 
Haulage Executive under Rule 32 (d) of 
the Tribunal rules; and an ex parte appli 
cation in the case of Liss Transport 
Limited, against the Road Haulage Execu 
tive for the confirmation of an agreement 
as to compensation payable under Section 
47 of the Transport Act, 1947. 


L.M.R. Inclusive Golfing Trip to Scotland. 
-A three-day stay in the Gleneagles Hotel. 
which is owned and managed by the 
Hotels Executive, with free golf on its 
famous courses, and travel to and from 
Euston in a first class special sleeping-car 
train, for an all-in charge of £19 are 
offered by the London Midland Region for 
the April 20-23 weekend. Golfers will 
leave Euston on Friday night, April 20. 
and be back in London on the Tuesday 
morning. However great the demand, only 
one special train can be run on_ this 
occasion. 


Canadian Pacific Railway Results in 1950. 
—The 1950 results of the Canadian Pacific 
Railway Company show gross earnings of 
$378,576.688, as against $363,252,094 in 
1949. Working expenses were slightly 
lower, at $340,556.331, compared with 
$342,620,125 for the preceding year. Net 
earnings were thus $38,020,357, compared 
with $20.631,969; the addition of other 
income amounting to $23,236,264, gives 
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Sudan Government 


A Pl ICATIONS are invited for a senior executive 
* post in Sudan Railways with prospects of suc- 
ces.on to the post of General Manager within 2 or 


3 irs Candidates aged between 38 and 42 
m have wide experience of railway management 
ar possess high administrative ability. Appoint- 
me will be for a period of 7 years on Provident 


I { Contract at a commencing salary of between 
£62000 and ££2,300 per annum. Alternatively, 
secondment terms might be arranged, in which case 
the salary range would be reduced by about 15 per 


ce Cost-of-living allowance between £E142 and 
fh.S2 per annum, according to number of depen- 
de is at present payable A Commission is at 


present reviewing terms of service of Sudan Civil 
Service If as a result of its report improved terms 
are approved for Civil Servants, the appropriate im- 
provement on the above terms will be offered to the 
st ssful candidate. At present there is no income 


tax in the Sudan, Fuller information is obtainable 
fr the Sudan Agent in London, Wellington House, 
B ngham Gate, London, S.W.1 Please mark 
e yes ‘Senior Executive Post Sudan Railways 
4 » ae 
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OFFICIAL NOTICES 


Crown Agents for the Colonies 


ASSISTANT ENGINEER (CIVIL) required for 

the London Office. Salary scale £475, rising by 
annual increments of £25 to £750 a year. The £475 
minimum is linked to entry age at 25 with the addi- 
tion of £25 for each year above that age up to 
£600 a year and subtraction of £25 for each year 
below 25 Extra duty allowance of 8 per cent. of 
annual salary also payable at present Engagement 
will be on unestablished terms with a prospect, after 
satisfactory service, and as vacancies occur, of ap- 
Pointment to the established and pensionable staff and 
promotion to a higher grade Candidates must be 
Corporate Members of either the Institution of Civil 
Engineers or the Institution of Structural Engineers, 
or, if below the age of 26, have passed the Associate 
Membership examination of either of these Institu- 
tions or hold an exempting degree They must be 
good draughtsmen and have had experience in a 
civil engineering, railway, or structural firm’s draw- 
ing office, and must be capable of preparing detailed 


designs of bridges, and/or buildings in steel. Experi- 
ence in reinforced concrete design would be an 
advantage and some experience in the field or on 


works is desirable Duties will entail calculations, 
designs and specifications of stee! and reinforced con- 
crete structures, including bridges and buildings, 


also 
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SPRING SHOP FOREMAN, with experience in 

the manufacture of laminated, helical and volute 
railway springs, required by Railway Carriage and 
Wagon Works in India. Four years’ contract, salary 
according to qualifications, passages for family, 


quarters, provident fund and free medical attention. 
Apply, in writing, giving full details of experience, 
to Box No. 692, c/o /, Abbott, Limited, 32, 


Eastcheap, London, E.C.3. 


J NTERNATIONAL RAILWAY ASSOCIATIONS. 

Notes on the work of the various associations 
concerned with International traffic, principally on 
the European Continent. 2s. By post 2s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 


T RANSPORT 


ADMINISTRATION IN TROPI- 
CAL oO 


DEPENDENCIES. By George V. ’ 
Bulkeley, C.B.E., M.L.Mech.E With chapters on 
Finance, Accounting and Statistical Method. In 
collaboration with Ernest J. Smith, F.C.1S., for- 
merly Chief Accountant, Nigerian Government Rail_ 
way. 190 pages Medium 8vo. Full cloth. Price 
20s By post 20s. 6d. The Railway Gazette, 33, 
Tothill Street, London, S.W.1. 








R ILWAY SIGNALLING AND COMMUNICA- - general Civil Engineering Design work. Apply at once HE “ PAGET’* LOCOMOTIVE. Hitherto un- 
TIONS INSTALLATION AND MAINTEN- by letter, stating age, full names in block letters, and published details of Sir Cecil Paget’s heroic 
ANCE A practical guide, especially intended to full particulars of qualifications and experience, and experiments. Eight single-acting cylinders with rotary 
help Signal Inspectors, Installers, Fitters, Linesmen, mentioning this paper, to the CROWN AGENTS FOR THE valves An application of the principles of the 
Draughtsmen, and all concerned with installing and CoLonies, 4, Millbank, London, S.W.1, quoting Willans central-valve engine to the steam locomotive. 
maintaining Signal, Telegraph, and Telephone Equip- M.27415.A on both letter and envelope. The Crown By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
ment. 416 pp. Many illustrations. Cloth. 8s. By Agents cannot undertake to acknowledge all appli- from The Railway Gazette, November 2, 1945. 
post 8s. 6d. The Railway Gazette, 33, Tothill Street, cations and will communicate only with applicants Price 2s. Post free 2s. 3d. The Railway Gazette, 
London, S.W.1. selected for further consideration 33, Tothill Street, London, S.W.1. 
total available income of $61,256,621. De- that consulting engineers should be ap-_ visited Forest Hill box, a feature of which 
duction of fixed charges, $13,389,610, pointed, and Sir Bruce White. Wolfe Barry is the special Westinghouse non-reflecting 


leaves net income of $47,867.011 (exclud- 
ing receipts from dividends, steamships, 
properties, and interest) which compare 
with $29,724.815 for 1949. This is equiva- 
lent to $3.32 per ordinary share. A final 
dividend of $1 per share, or 4 per cent., 
was paid on February 28 last, making 
$1.50, or 6 per cent.. for 1950, compared 
with $1.25, or 5 per cent., for 1949. 


Eastern Region: Office of Road Motor 
Engineer.—As from March 19 the head- 
quarters office of the Road Motor Engi- 
neer, Eastern and North Eastern Regions, 
has been transferred from Doncaster to 


26. Pancras Road, London, N.W.1. 


Coal, Iron, and Steel Carryings by British 
Railways.—During the weekend to 6 a.m. 
on Monday, March 19, British Rail 
ways cleared 435,000 tons of coal from 
deep-mined pits and open-cast sites, 
making a total of 3,330,000 tons for the 
week, which 1s the highest figure since 
May 22 last year. The latest figures for 
iron and steel show that 220,000 tons were 
conveyed during the week ending March 
10 from the principal steel works. 


Boxing Quarter-Finals at York.—Some 
1.200 persons attended the quarter-finals of 
the 1951 Railway Executive Amateur Box- 
ing Association Championships in_ five 
weights, which took place in the Railway 
Gymnasium at York on March 9. Among 
those present were: Messrs. H. A. Short, 
Chief Regional Officer, North Eastern Re- 
gion; W. P. Allen. Member, Railway 
Executive: V. Radford. Chief Financial 
Officer, Railway Executive; Dr. H. H. 
Cavendish Fuller, Chief Medical Officer, 
Railway Executive: and Officers of the 
North Eastern, Eastern, London Midland, 
and Southern Regions. 


Hull Docks: Reconstruction.—The British 
Transport Commission ‘has accepted in 
principle the advice of the Docks & In- 
land Waterways Executive as to the im- 
portance of reconstructing the Riverside 
Quay, Hull, destroyed during the war. 
and the South Side, Albert Dock, which 
was badly damaged. In view, however, of 
the magnitude of the work and the ex- 
penditure involved, they have decided 


& Partners, have been engaged to examine 
the plans already prepared, and to make 
an early report upon them with detailed 
proposals. 


Visit to Southern Region Signalling Instal- 
lations.—A. party of members of the Rail- 
way Students’ Association. London School 
of Economics & Political Science, visited 
the new Southern Region all-electric signal- 
boxes at New Cross Gate and Forest Hill 
on March 17. These two signalboxes, to- 
gether with Bricklayers Arms Junction, 
replaced eight mechanical boxes in the 
first stage of the Brighton line London 
area resignalling, described in our Janu- 
ary 12 issue. The party was conducted 
throughout by Inspector Akers of the Dis- 
trict Traffic Superintendent’s Office, Red 
hill. At New Cross Gate the working of 
the box was watched and the movement of 
traffic was followed clearly by observation 
of the train describers and illuminated 
track diagram. After a thorough inspec- 
tion of the New Cross Gate box, the party 


Westlyte track diagram (see our June 30, 
1950, issue). 


New Station to Serve Glasgow Zoo—A 
halt adjacent to the City of Glasgow Zoo 
is to be built at Broomhouse. on the 
Shettleston-Hamilton line of the Scottish 
Region. The zoological park is situated 
between Mount Vernon and Uddingston 
West Stations and the new halt is sited 
immediately west of the bridge over the 
railway, leading to the main entrance of 
the zoo. It is to be named “ Calderpark, 
for the Zoo.” There will be direct access 
from both platforms to the main entrance. 


Cheques for York Charities—An amount 
of £427 was collected as a result of the 
York Station 1950 Christmas tree and the 
customary gifts have been distributed to 
various Charities in York. On February 19 
in the board room at York, Mr. H. A. 
Short, Chief Regional Officer, North 
Eastern Region, handed a cheque for £372 
to Mr. C. M. Jenkin Jones, formerly Divi- 





£372 collected for York charities. 


Mr. H. A. Short, Chief Regional Officer, North 


Mr. 


Eastern Region, presenting 
Mr. C. M. Jenkin Jones, formerly Divisional General Manager, with a cheque for 


J. E. Richardson, District Commercial 


Superintendent, is seen behind Mr. Jenkin Jones (see paragraph above) 
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General Manager, North Eastern 
Area. L.N.E.R.. who is Chairman of the 
York “A” & Tadcaster Hospital Finance 
Committee. This amount will enable extra 
comforts and amenities to be bought for 
hospital patients and inmates of old 
people’s homes. A sum of £55 went to the 
St. Stephen's Children’s Home. 


sional 


Antofagasta (Chili) & Bolivia Railway Co. 
Ltd.—The directors of the Antofagasta 
(Chili) & Bolivia Railway Co. Ltd. have 
pay on account Of arrears a 
2! pet income tax, 


decided to 
dividend of 


~~ t la 
cent. iess 


on the 5 per cent. cumulative preference 
stock. The payment will be made on 
April 27. 

Sygottish Region Easter Arrangements, 
During the period March 19-28 the 


Scottish Region is running many main-line 
trains and connecting recently 
suspended to save coal: not all of these 
however. are running throughout — the 
period. Besides regular timetable trains 
restored, the services from Scotland t 
England are being augmented by up to 30 
additional Anglo-Scottish expresses 


services 


Heavy draught horses 


25 must face 


Horses in Transit. 
carried by road after March 


forward or backward and not more than 
three may be carried abreast. This is laid 
down in the Transit of Horses Order. 1951 


issued by the Ministry of Agriculture this 
week. Under the section on protection ot 
horses during carriage by rail, strong but 
fers at cach end of the truck are demanded 
for horse-carrying wagons, and footholds 
are to be provided by the use of floors 
designed to prevent slipping. The trucks 
should have a roof and falling loading 
doors. There are also regulations against 
overcrowding and water supply at railway 
stations. The Railway Executive is to 
supply suitable food and water for horses 
it intervals of not more than twelve hours, 
instead of 24 hours. A label giving the 
time of the last feed and watering is to be 
fixed to the trucks. 


Forthcoming Meetings 


March 27 (Tue.) to March 31 (Sat) 
Model Railway Club Exhibition, at 
Central Hall, Westminster, S.W.1 
Open Tuesday, 2 to 9 p.m.: Wednes 


day to Saturday, Il a.m. to 9 p.m. 
March 28 (Wed.).—British Iron & Steel 
Research Association, public lecture 
at the Institution of Civil Engineers, 
Great George Street. London, S.W.1. 
at 5.30 p.m. “ Fundamental Studies 
of Corrosion and their Importance to 


the Engineer.” by Dr. U. R. Evans. 
Department of Metallurgy, Cambridge 
University. Chairman: Mr. T. M 


Herbert, Director of Rail- 
way Executive. 

March 30 (Fri.).—Institution of Mechanical 
Engineers, Storey’s Gate, St. James’s 
Park, London, S.W.1, at 5.30 p.m. 
Annual general meeting for Corporate 
and Non-Corporate Members only. 

March 30 (Fri.).—Junior Institution of 
Engineers. at 39, Victoria Street. 
S.W.1, at 6.30 p.m. Informal meeting: 
“A Review of Modern Basic Machine 
Tools.” by Mr. S. C. North. 

April 2 (Mon.).—Historical Model Railway 
Society, at the headquarters of the 
Stephenson Locomotive Society, 32. 

Russell Road, London, W.14, at 7 p.m, 

* Modelling the Midland,” by Mr. 

George Dow, Public Relations & Pub- 

licity Officer. London Midland Region. 

British Railways, and President of the 

Society. 


Research, 
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Railway Stock Market 


Pre-Budget markets have shown con- 
traction of business and receding prices in 


most sections of the Stock Exchange, 
although in general declines on balance 
have not been heavy. The setback was 
attributed in the main to the fact that 


buyers are holding off and do not contem- 
plate returning to markets until after the 
Budget when the investment outlook would 
International uncertain- 
ties, particularly the Persian oi! nationali- 
sation moves, affected sentiment, and at the 


be eaSier tO assess. 


time of writing Anglo-Iranian shares have 
fallen to virtually £5 and are now at thet! 


lowest level since 1946, 
view is that the shares are probably worth 
much more than thei price based 
only on the company’s assets outside Persia. 

Nevertheless Anglo-Iranian shares must 
be expected to continue to fluctuate in ac- 
cordance with the news from Persia. There 
lave p falls in British Funds, 
more pa larly in the long-dated stocks, 
including Transport 3 pei The main 


Prevailing market 


present 


Deen sharp 
rtic 


“nt 
cents 


factor is. of course, the coming Budget. 
because it is feared that higher taxation 
will mean further switching from fixed- 
interest securities into industrial and other 
shares offering yields of over 4 per cent 
Moreover there is also talk that a Genera 
Election cannot be long delayed and 

yrowing assumption that by next year 
higher interest rates will probably be inevit 


ible. Furthermore in 


is revived talk of the poss b 


some quarters there 


lity that a large 


Defence Loan may be issued before long 
Nevertheless, it would seem that both 
heavy taxation in the next Budget and a 
big Defence loan issue are unnecessary 


ind reac- 
markets 


Bearing in mind the cautious 
tionary conditions in evidence tn 
at the time of writing, it is hardly surpris- 
ing that foreign railway stocks have 
ittracted only moderate attention, Cana- 
dian Pacific were firm at 53}. helped by the 
Royal Commission’s report to the Cana- 
dian Government advising strongly against 
nationalisation. There was. of course, neve 
any fear that the Commission would report 
in favour of State control, particularly 
aving regard to the world-wide connec- 





strengthened to 16ls. 
Gold bonds were 44. 
have changed hands around 15s. 


March 23, 195 


3d. and Brazil 
San Paulo 10s ts 


Le |- 


dina stocks were firm generally, alth 


the 6} per 


cent, 


debentures have 


back rather sharply to 140 at the time of 


writing. 


The 4 per cent. debentures 
93. preference 263 


and ordinary 104. 


Antofagasta ordinary were firmer 
while the preference at 514 were helpe 


their interest payment. 


+ 


debentures kept at 57 
82. Manila “A™ deben 


nary stock 


Was 


Nitrate Rails 


23s. 9d. and Taltal shares 18s. Bolivar 


and La Guatra 


tures at 60 and the preference sharc 
6s. 6d. finished all strong on latest deve 


ments, Mexican Central “A” bonds 
Strengthened to 57 United of Ha 
stocks have been quiet with dealings around 


17 in the 


transport 


shares, 


1906 debentures. 
There was again little business in 


and buyers who 


ittracted by the good yields shown in s 
cases found that shares were not avail 
in any amount only at prices highe 

those indicated by current quotations, 


cashire Transport were 57s. 


6d. at 


there is a yield of 8} per cent. on the basis 


of last year’s 
down were 
46s. 6d. 


B.E. 


15 
OSs. 
ff 


per cent. dividend. Si 


9d.. and West Ri 
deferred stock was 


at which there is a yield of over 5 per 
Industrials were inclined to steady 


small 


earliel 


giving 


declines 
attention 


Buyers have 


to shares which 


reasonable vields on the basis of last ve 


dividends, whereas on the 


other 
| 


hand, t! 


has been some selling of shares which 
favourites recently on higher dividend p 


pects This is understandable, because 
Budget tax changes may mean there wil 
little scope left for increased dividends 


even in the case of 


rearmament compa 


which can be expected to earn bigger 


fits in future 


Vickers, Cammell | 
also Guest Keen were active in 


iird d 


anticipation 


of the financial results. due shortly. 
Shares of locomotive builders and « 
neers have been firm generally, due p. 


lo a 


of writing 


tendency 
Anglo-Argentine trade talks. At 


to 


strengthened to 
the dividend from 10 per cent. to 12 


await the result of the 
the 
Birmingham Wagon 
35s. 6d. on the raisin 


Hurst Nelson were 64s. at Glasex 
Wagon I17s.. 


Vulcan Fou 


25s. 9d.. North British Locomotive 22s. 9d 


Aggregate traffics to date 


Total 
Increase or 
1949/50 decrease 
£ t 
854,890 +4 201,070 
¢7,336,254 4 cl ,416,484 
41,557 + 3,460 
$1,315,344 4 $28,708 
$725,535 $241,943 
286,336 6,203 


$60,768,000 


+ 
47,350,325 + 
+ 
Bs. 96,257,000 + 


Bs.14,518,836 


c1,083,000 + 
$12,596,791 + 


¢22 
$2,153.18 


15,636,000 + 
10,916,000 +- 


3,955,000 
2,735,000 


317,595 — 6,645 
319,911 — 24,005 
2,574,365 + 260,269 
277,213 + 65,652 
5,017,814 + 266,573 
78,970,060 4+ 10,887,234 


tons ind diversified interests of the C.P R. 
Canadian Pacific preference stock has cent 
changed hands 75} and the 4 per cent. Gloucester 
debentures around 1004 Among Brazil 
ils. Great Western of Brazil shares and Beyer Peacock 26s 
Traffic Table of Overseas and Foreign Railways 
Traffics for week 3 
| Miles Week Z 
Railway open ended Tr Inc.ordec. | © 
otal . 
this year compared ° 
y with 1948/49 | Z 
£ £ 
% /Antofagasta 8I1 11.3.51 99,340 36,770 10 
c= [ Costa Rica 281 Jan 1951 c1,155,525 + 391,617 31 
£ Dorada... : 70 = Jan 1951 41,557 + 3,460 4 
< Inter. Ctl. Amer. .. 794 Jan. 1951 $1,315,344 $28,708 4 
— | La Guaira... 223 Sept., 1950 $68,726 — $39,529 39 
5) Nitrate. 382 15.8.50 10,816 — , 32 
¢ \ Paraguay Cent. 274 9.3.51 G223,290 + $59,999 36 
5 | Peru Corp. . 1,050 Feb., 1951 $6,619,000 4. $664,300 35 
8 ‘i (Bolivian 66 Feb., 1951 Bs.11,856,000 +Bs.2,510,000 35 
£ Section) 
# | Salvador ‘ 100 Jan., 1951 ¢314,000 ¢c17,000 31 
& \Taltal 154 Feb., 1951 $1,734,098 $427,696 35 
3 J Canadian Nationalt 23,473 Jan., 1951 15,636,000 + 3,955,000 4 
s Canadian Pacifict... 17,037 Jan 1951 10,916,000 + 2,735,000 4 
re) 
Barsi Light* 167 Feb., 1951 31,627 + 8,325 48 
w | Egyptian Delta 607 10.10.50 18,245 + 1,296 28 
3 | Gold Coast . 536 Jan., 1951 309,279 + 176,104 44 
2 Mid. ofW.Australi 277 Jan., 1951 41,990 + 7,585 31 
$ Nigeria... .. 1,900 Jan., 1950 502,360 + 38,978 44 
South Africa ... 13,347 17.2.5] 1,804,559 + 414,720 45 
Victoria .. 4,744 Oct., 1950 1,023,650 -+ 768,428 17 


* Receipts are caleulated at Is. 6d. to the rupee 


¢ Calculated at $3 to £1 





YIM 





